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OTIS INCLINED ELEVATOR 


In addition, this Company endorses the Inclined Elevator as a great convenience, a 
great economizer of time and labor. 


When you can easily do so, why not find out for yourself by how many dollars this equipment 
can reduce your expense each day, each month, each year? It may prove a little less, or it may 
prove a little more, but if you multiply the number of tons of freight. handled at your dock or 
terminal during any given period by nine cents, your estimate of saving for that period will not 
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The Otis Inclined Elevator could cost much more than it does—to install, to operate 
—and still pay for its installation in a short time. 


Can you afford to continue losing every day nine cents per ton of freight? Get the 
figures before you to-day. Also write for Otis Inclined Elevator- Booklet—illustrating and 
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National Industrial Traffic Leon. 
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better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and tw 
promote, conserve and protect the corn- 
mercial and transportation interests. 
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Every enterprise and every article is judged by Results. 

We are interested in helping you secure satisfactory results (as we have helped many 
others) in packing your goods—not only for economy and convenience in your factory, but 
for getting your goods to customers in perfect condition. 

The above is a photograph showing Hummel & Downing cases giving satisfactory 
results, although they are undergoing a more severe test than the average fibre case will 
receive. This cut shows the cases loaded with 60 lbs. of soap piled fourteen high, on the 
floor of a large manufacturing concern. 

Buy the best when you are in the market so you will be assured satisfactory results. 


Hummel & Downing Co. Milwaukee 
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Newest and Biggest 


Storage Warehouse 











Located in the heart of the business district, 


enne , e Gravity " 4 
has one million square feet of fire- Conveyers eR var 
proof storage space. for all for all 
: Purposes Industries 
Short hauls for teams of city customers ~ 


and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 





Typical illustrations of Mathews Gravity Conveying devices as 


” : installed for actual use in handling various classes of commodi- 
ermin ar e ouse a ties. The Mathews line is universally recognized as standard— 
the oldest and best known. Used and recommended by all lead- 

519 West 12th Street ing American and foreign manufacturers, wholesalers, shippers 


and warehousemen. Write for catalog. 


MATHEWS GRAVITY CARRIER COMPANY 


BRANCH FACToriEs { Torento, Ont. ELLWOOD CITY, PA. 


CHICAGO 
Phone Canal 5740 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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OF INTEREST TO TRAVELERS 


If you are going to the Panama-Pacific Exposition at 
San Francisco or to the Panama-California Exposition at 
San Diego, of course there will arise the problem of how to 
carry your money en route. 


Certainly you will want what money you take to be 
safe on your person. You don’t want to worry for fear of 
losing money when you are on a vacation trip. And yet— 
you will want money in such a form as to be at all times 
and in all places available. 


Wells Fargo’s Travelers Checks satisfy both demands: 
safety and availability. Here is why: 


Throughout the West Wells Fargo & Company is 
particularly well-known. It was born there. It has operated 
there for more than sixty years. Its self-identifying trav- 
elers checks pass as readily as currency in every region of the 
Pacific Coast. You will find that people know Wells Fargo. 
Its checks are well-known no matter where you may go. 


If you do carry your funds in the shape of Wells Fargo 
Travelers Checks you will secure: 
1. Availability—because Wells Fargo checks are self-identifying and are accepted 
at their full face value, not alone by the company’s agents, in nearly every town on 
the Pacific Coast, but by hotels, railroads, sleeping-car companies and banks, and by 
merchants in general. Out of 908 cities and towns in the state of California Wells 


Fargo is represented at all except thirty-six towns.. That means practically universal 
availability of your traveling funds. 


2. Datety heomms if lost or stolen before you countersign them your money will 
be refunded upon execution of an indemnity agreement. 


3. Economy—because the only charge for these checks, in addition to their face 
value, is fifty cents per hundred dollars, to be paid at the time of purchase. You avoid 
the payment of ‘‘exchange”’ usually charged for cashing other forms of financial paper. 
Fifty cents per hundred dollars is a very low rate for the insurance of your money 
against loss. Wells Fargo Travelers Checks insure your pocket-book at a low premium. 


Buy Wells Fargo Travelers Checks when you start 
for the expositions. The having of these in your wallet will 
eliminate worry, protect you against serious loss and will 
make you free to enjoy your trip. Write us for useful pam- 
phiets, at 51 Broadway, New York. 


Or—ask your local Wells Fargo man. 


Wells Fargo & Company 
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So many expressions of Christmas cheer and 
good wishes for the New Year have come to our 
desk this holiday season that it would be almost 
a hopeless task to try to answer them all in- 
dividually. And as they were, most of them, not 
meant individually, but rather as. an expression 
of good-will toward the magazine, perhaps it 
would even be improper to answer them person- 
ally. So we take this opportunity to acknowledge 
the kind words of all our friends and to wish 
them all they have wished us, and more. 

Our friends and subscribers, both railroad men 
and shippers, have, with the uplift in business 
that seems imminent, every reason to look for- 
ward to the prosperous year we wish them. The 
railroads have ‘the additional inducement of the 
recent increase in freight rates granted and the 
apparent inclination of the Interstate Commerce 
Commission to take a more liberal view of the 
needs of the carriers, or at least to take into con- 
sideration in the making of rates, elements that 
up to now have not been considered. So we say 
to our friends, “May you live long and prosper.” 


UNIFORMITY OF REGULATION. 





We have had much to say in these columns as 
to the necessity for uniformity of railroad regu- 
lation, from both the point of view of efficiency 
and that of fairness to the railroads. The point 


we have made is emphasized in the resolutions 
adopted by ‘the recent meeting of the Railway 
Business Association. 


The resolutions urge co- 
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ordination of the various agencies of railway reg- 
ulation, pointing out that one of the most serious 
embarrassments under which the Interstate Com- 
merce Commission labors is that it cannot enforce 
its’ findings when they conflict with state action. 
Until some permanent and satisfactory solution 
is reached, the resolutions say, the federal com- 
mission should initiate and state commissions 
should join in conferences, exhausting all reason- 
able efforts towards co-operation. The country, 
it is urged, should consider its transportation 
problem, not piecemeal, but as a whole with a 
broad outlook on the general prosperity. The 
financial condition of the railroads ought to be 
made plain to every public officer and no burden 
placed on the railways without due consideration 
of the. effect on their net income. 

Speaking of federal regulation of railway se- 
curity issues, the resolutions point out that it 
would be an advantage if it did away with regu- 
lation by states, but that superadded to state 
supervision, it would further confuse and harrass 
the roads in their financing, already made com- 
plex, cumbersome and slow by multiplicity of 
masters. The association advocates that, inas- 
much as authorities differ as to what can ulti- 
mately be done, federal action be confined to pub- 
licity as recommended by the Hadley commission. 

All of this is timely and well said. The crying 
need of the times is some method by which uni- 
formity of regulation may be obtained. He who 
discovers it will be a public benefactor. The rail- 
roads are entitled to it and efficiency demands it. 
The present system is ridiculous and yet it can- 
not be avoided save by the voluntary getting to- 
gether of the state and federal regulating bodies 
and the working out over the table of an adequate 
plan. 


SENATOR KENYON’S BILL. 


About the only good thing we can say of the 
bill introduced by Senator Kenyon to enlarge the 
Interstate Commerce Commission is that it seems, 
at least at this time, to have no chance of passage. 
The bill, to those who know the intricacies of 
regulating work as it is now being done, seems 
to be based on the theory that the Commission, 
as at present constituted, is too slow and that its 
members may be influenced by local considera- 
tions. We do not say that nothing ought to be 
done to expedite the work of the Commission or 
to relieve it of some of the burden it is carry- 
ing, but the merits of this plan are not obvious. 
The idea one receives from it is that it provides 
an elaborate machine in the wheels of which the 
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shipper and the railroad both might be ground 
up. The principal objection to the plan of en- 
larging the Commission to sixteen members, di- 
vided into five bodies of three members each, 
each body to have jurisdiction in a certain dis- 
trict, is that there is perhaps no rate—or at least 
such a rate is rare—over which the Interstate 
Commerce Commission has control, that is con- 
fined to one district. Rates lock and interlock 
to such a degree that unless the whole country 
is considered things may be very easily thrown 
out of gear. Of course there is a provision by 
which the whole Commission may be brought to- 
gether to sit on a given matter, but this would 
result in delay—more than at present—and the 
whole Commission would be required to sit more 
often, we imagine, than the author of this bill 
thinks. 

Senator Newlands, we are informed, has a still 
worse measure in contemplation for introduction. 
He would divide the Commission into three 
bodies, one to have jurisdiction over rates, one 
over the issuance of securities, and the other over 
valuation. This might prove to be an unfair 
division in that one body would have much more 
to do than another, and besides, the three ques- 
tions thus distributed among as many different 
bodies are often inseparably bound together in a 
given case and the body that considers it must do 
so from all angles. 

We do not see how the Commission is to be 
aided in its work by any such scheme as these, 
nor do we know of any other good purpose that 
is attributed to them. If they have any motive 
other than to render the work of the Commission 
more efficient, it has not appeared. As efficiency 
promoters, they seem to us dismal failures. 


KANSAS AND PASSES. 





We note that the Kansas Public Utilities Com- 
mission is taking measures to prevent its employes 
from using passes in riding on the Topeka street 
cars. So far so good. It is obvious that if any- 
One connected with the commission has been 
using such passes the practice ought to be dis- 
continued. But the commission in pulling the 
mote out of the eyes of its employes, ought not 
to forget the beam in its own eye. In the recent 
campaign in Kansas, the members of the com- 
mission were much criticized, we recall, for the 
use of railroad passes when traveling on private 
or political business. We do not pretend to say 
that these charges were true, but we do know 
that the Kansas law provides that the railroads 
must furnish the members of the commission free 
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transportation when traveling on official business 
and we presume there is no question but that the 
commissioners avail themselves of this right. They 
are doing nothing illegal, to be sure, but one may 
be doing quite -wrong and still be within the law. 

It is a vicious law that permits public servants 
charged with the control and regulation of rail- 
roads to travel at the expense of the very rail- 
roads that must obey their orders. It is only a 
legalization of a vicious practice that still exists 
in many piaces and in the past was a general 
custom for the railroads to supply with free trans- 
portation every public servant at whose hands 
they might ask or expect favors. While the 
Kansas law permits the commissioners to travel 
on railroad passes, and, indeed, requires the rail- 
roads to furnish the transportation, there is ndth- 
ing in the law, we believe, that requires the com- 
missioners to use the passes or that prevents the 
proper authorities from making an appropriation 
for traveling expenses. So we do not think a 
great deal. of the morality behind this street car 
order of the commission, and it has been our ob- 
servation that an order to employes, to be effect- 
ive, must be accompanied by consistent conduct 
on the part of the employer. 

We do not mean to criticize the members of 
the Kansas commission any more severely than 
the commissioners in other states where the same 
law prevails. It is vicious wherever it exists and 
is merely a species of legalized graft. That, of 
course, is the chief objection to it, but it might 
also be urged that in these days when the railroads 
are groaning at the expense to themselves of na- 
tional and state regulation, a law of this sort fur- 
nishes them a very excellent argument. There 
is no more reason why a railroad commissioner 
should have free railroad transportation than there 
is for a member of a city council, for instance, 
to have free privileges from every utility and 
amusement place that comes under his jurisdic- 
tion. And we believe, too, that in states where 
the public conscience has the proper tone such 
laws as the one we speak of are disappearing just 
as in municipalities it is coming to be contrary 
to ordinance for a city councilman to have a 
street car pass, or, where there is no such or- 
dinance, it is becoming disreputable for a council- 
man to use such a pass. 


New Chief Examiner.—William A. Carmalt, the new 
chief examiner, appointed to fill the vacancy created by 
the resignation of Mr. Rynder, has been attached to 
Chairman Harlan’s office. In fact, he has been regarded 
as Mr. Harlan’s chief of staff in the advanced rate case, 
and as such has received much credit for the vast amount 
of work done by that office. Mr. Carmalt is a Pennsyl- 
vanian, having come here from Montrose, Pa. 
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CURRENT TOPICS IN WASHINGTON 


Decimals and the Five Per Cent 
Increase.—It’s a long, long way from a 
hard-and-fast decision that rates “may 
be increased not to exceed five per 
cent” to the making of tariffs that will 
look like any that have heretofore been 
filed. It is easy for the public to un- 
derstand when the Commission says 
the railroads may have an increase of 
five per cent, but to say that none of 
the increases may be more than five 
per cent is a limitation upon the old rule of give and take 
about fractions of more and less than half a cent. C. C. 
McCain discovered the hard place and came to Commis- 
sioner Clark with it for consultation the day before Christ- 
mas. He came to Mr. Clark because the latter is the 
author, in a general way, of the rules pertaining to the 








making and filing of tariffs and the method of noting and | 


enforcing concurrences in tariffs made by other roads. 
The trouble all arises from the desire of the railroads and 
the Commission itself to make use of the words “five per 
cent” to describe the effort, finally, of the roads to make 
a horizontal increase, based on the assumption that rates in 
effect are just and reasonable. To get rid of troublesome 
fractions the rule has been that fractions less than half 
a cent shall be thrown aside and fractions of more than 
half a cent shall be counted as acent. That rule, however, 
has not always been followed, as anyone who has ever 
had occasion to read more than one tariff has discovered. 
But the‘order of December 18 specifically limits the in- 
crease to “not to exceed five per cent.” That meant that 
the 75-cent scale could not be increased to more than 
78.75 cents. Application of the rule would make it either 
79 cents or 78.8, on the theory that one decimal place can 
be tolerated, but more than one must not be accepted 
unless there is overwhelming reason for it. Under the rule 
laid down in the decision every elimination of fractions 
means just that much of a cut under five per cent, hence 
Mr. McCain’s application for a modified order. 





Government as a Shipper.—Why should not the gov- 
ernment, when it is a shipper, be under the rules that apply 
to all other shippers? ‘The question is suggested by tne 
rumpus raised in the House of Representatives over a 
rule authorizing the consideration of a proposal to change 
the method of paying for the carriage of the mails as a 
part of the postoffice appropriation bill. The rules of the 
House forbid legislation in an appropriation bill, hence the 
necessity for getting this special permission to disregard 
the rule. The proposal is to change from a weight to a 
space basis. In the discussion it developed that Postmaster 
General Burleson hopes to save $8,000,000 a year by this 
change. Chairman Moon is authority for saying that that 
is his hope. Burleson figures that if the change is not 
made, he will have to pay $2,000,000 more during the fiscal 
year ‘beginning next July than he did in the year ending 
June 30, last. His estimate for $2,000,000 more is included 
in the bill coupled with the proposition that if the method 
of computing pay to the railroads is changed, there will 
be a saving of $8,000,000. In advocating the rule Mr. Moon 
said the president favored the innovation. That seems 
out of line with the president’s desire to have the Commis- 


sion grant the five per cent increase in freight rates. In-. 


asmuch as the mails are generally carried in passenger 
trains and inasmuch as most of the increased cost will be 
on account of parcel post business, which is largely mer- 
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cantile business on which the senders make profits, the 
proposition makes the postmaster-general appear to be 
running in one direction while his chief is going in another. 
As a political entity, the administration is in favor of high- 
er rates. As a shipper, it favors lowering them, which is 
not an unnatural position after all. The administration 
favors increasing the rates the other fellow has to pay, but 
insists upon its own being made even lower. 





Rynder on Shreveport Case.—Ross D. Rynder, formerly 
chief examiner of the Commission, now attorney for Swift 
& Co., thinks the Shreveport case rule is about as fine a 
thing as has been invented in recent years. The first 
proposition he makes, after going from public to private 
service, is that the railroads carrying salt from Kansas to 
Texas be made to give as favorable rates to the packing 
houses in Texas as they do to those in Oklahoma. He 
sets forth in his petition that the carriers are afraid the 
Texas commission will make a raid on Texas rates on salt 
if they undertake to establish the relation between salt 
rates to packing houses in the two states that, according 
to Rynder’s proposition, will be just and reasonable. But 
he thinks the fears of the carriers are not well grounded 
and he says the decision of the commission in the so- 
called Shreveport case will save them from any whipping 
the Texas commission might think they deserve, because 
of a change in the relationship created by a lowering of 
rates into Texas, on Kansas salt. 





Speeding the Work of the Commission.—The man 
who devises a method of procedure that will enable 
the Commission to make decisions in shorter time than 
it does now will perform a real service. This is not 
to say that the Commission is slow, but it is obvious that 
anything that will make for greater speed will be a bless- 
ing. All concerned ought to know, in a few months, at 
the outside, what is the opinion of the Commission with re- 
gard to an increase in a rate or rates. Uncertainty makes 
for a lessening of business. It is no answer to say that 
prices should be quoted F. O. B, factory. That protects 
the shipper, but inasmuch as nearly everything a factory 
produces is used in the production of something else it 
is just as essential that the prospective consignee should 
know, in the shortest time possible, whether he is to con- 
tinue to receive goods at the old rates or is to pay higher 
ones. Thus far no one has suggested a plan that com- 
mends itself to those who understand the delicacy of 
rate adjustments. Increasing the number of commis- 
sioners might help some, because each man would then 
have fewer cases to dispose of. But in hotly contested 
general cases, such, for instance, as the five per cent and 
the tap-line cases, an increased membership would mean 
more men to get to an agreement. Dividing the country 
into districts seems the most inane proposition of all, 
unless the proposition is to have a commission sitting in 
each of the three classification territories. The tendency 
of each would then be to destroy the progress that has 
been made toward uniformity, because each commission 
would be inclined to magnify its own work at the ex- 
pense of its neighbors, even as each of the three classifi- 
cation committees stands for its own work and defends 
it against attacks from the others. Each of them, how- 
ever, is under the necessity of considering what the In- 
terstate Commerce Commission will do to it, if it becomes 
too stiff-necked. Who would stand over three district 
commissions to make each have a due regard for the 
other districts? 

A. E. H. 
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Decisions of Interstate Commerce Commission 


PROOF OF DAMAGE 


CASE NO. 4768 (32 I. C. C., 283-286) 
W. A. GRIFFING ET AL. VS. CHICAGO & NORTH- 
WESTERN RAILWAY CO. ET AL. 

CASE NO. 4677 
PETMECKY CO. ET AL. VS. MISSOURI, KANSAS & 
TEXAS RAILWAY CO. OF TEXAS ET AL. 
CASE NO. 5061 
LON CLAFLIN ET L. VS. OREGON SHORT LINE 
RAILROAD CO. ET AL. 


Submitted Oct. 18, 1913. Decided Nov. 25, 1914. 

1. Rates on motorcycles from eastern points to points west of 
the Mississippi River found to be unreasonable to the ex- 
tent that the part of the several rates for the haul west 
of the river, governed by Western Classification, exceeds 
the first-class rate for carload shipments and one and one- 
ae See the first-class rate for less-than-carload ship- 
ments. 


9 


2. Paid freight bills alone do not constitute such clear and 

definite proof of damage as is required to authorize repara- 
tion on account of the charging of an unreasonable rate, 
and affidavits, when objected to by defendants, cannot be 
received as evidence of complainants’ damage. 


G. M. Stephen for complainants. 

James L. Coleman for Atchison, Topeka & Santa Fe 
Railway Co. 

A. P. Humburg for Illinois Central Railroad Co. 

O. W. Dynes and J. N. Davis for Chicago, Milwaukee 
& St. Paul Railway Co. 

Fred G. Wright for Missouri Pacific Railway Co.; 
St. Louis, Iron Mountain & Southern Railway Co., and 
Texas & Pacific Railway Co. 

Wallace T. Hughes for Chicago, Rock Island & Pa- 
cific Railway Co. 

H. A. Scandrett for Union Pacific Railroad Co.; 
Oregon Short Line Railroad Co., and Oregon-Washington 
Railroad & Navigation Co. 

L. T. Wilcox for Union Pacific Railroad Co.; Oregon 
Short Line Railroad Co.; Oregon-Washington Railroad & 
Navigation Co.; Morgan’s Louisiana & Texas Railroad & 
Steamship Co.; Texas & New Orleans. Railroad Co.; 
Galveston, Harrisburg & San Antonio Railway Co., and 
Southern Pacific Co. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

Robert H. Widdicombe for Chicago & Northwestern 
Railway Co. 

Report of the Commission. 
BY THE COMMISSION: 

Primarily these cases raise the question of the right 
of the complainants to reparation in connection with 
certain carload and less-than-carload shipments of motor- 
cycles which moved to points in Western Classification 
territory. They were argued together and will be dis- 
posed of in one report. 

In the original report in Nos. 4768 and 4677, Griffing 
and Petmecky cases, 25 I. C. C., 134 (The Traffic World, 
Noy. 30, 1912, p. 858), following Merchants’ Traffic Asso. 


vs. A.,-T. & S. F. Ry. Co., 13 I. C. C., 283; Mead Auto 
Cycle Co. vs. W. R. R. Co., Unreported Opinion No. 435; 
and Architects’ & Engineers’ Supply Co. vs. A. T. & S 
F. Ry. Co., Unreported Opinion No. 731, the Commission 
found rates charged on less-than-carload shipments of 
motorcycles between points in Western Classification 
territory to be unjust and unreasonable to the extent 
that they exceeded one and one-half times the first-class 
rates, and stated that an order of reparation would be 
issued upon presentation to the Commission of state- 
ments satisfactorily establishing the amounts due the 
several complainants. Subsequently it appeared that the 
records did not contain sufficient evidence to justify the 
issuance of orders of reparation and the cases were 
reopened for further hearing on that question. 

In No. 5601 numerous individuals and firms engaged 
in buying and selling motorcycles filed a complaint in 
which it is alleged that defendants have charged unjust 
and ulreasonable rates for the transportation of a large 
number of shipments of motorcycles, both carloads and 
less than carloads, from various eastern, western and 
southwestern points to destinations in Western Classifi- 
cation territory. Complainants rely upon the decisions 
in the Griffing and Petmecky cases, supra, and in other 
related cases, and ask reparation based on the first- 
class rates for carloads and one and one-half times 
first-class rates for less than carloads. Certain of the 
shipments moved from eastern points of origin to points 
west of the Mississippi River, upon which shipments only 
that part of the several rates for the haul west of the 
river, governed by the Western Classification, is in 
issue. Other shipments originating at Springfield and 
Armory, Mass., moved via ocean and rail routes to San 
Antonio, Tex. On these the joint through rates from 
points of origin to destination, subject to the Western 
Classification, are under attack. Others moved from 
Chicago and Aurora, IIll., Milwaukee, Wis., Tulsa, Okla., 
Kansas City, Mo., Topeka and Coffeyville, Kan., and St. 
Paul, Minn., from which points, as to this traffic, the 
Western Classification governs. On these also the 
through rates from origin to destination are challenged. 

On Jan. 15, 1913, as the result of the Commission’s 
order in the Griffing and Petmecky cases, supra, the 
rating for motorcycles in less-than-carload lots, in the 
Western Classification, was changed from two and -one- 
half times first class to one and one-half times first 
class. On June 30, 1913, a first-class rating was estab- 
lished to apply to carload shipments. Defendants repre- 
sent that the action taken with respect to the carload 
rating was entirely voluntary and that commercial neces- 
sity prompted them rather than the conviction that the 
old rating was too high. They contend, therefore, that 


no reparation should be allowed on carload shipments. 
The Commission has repeatedly declared that the 
rates applied to motorcycles should not exceed the rates 
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contemporaneously charged on bicycles, and as early as 
1908, in the Merchants’ Traffic Asso. case, supra, it was 
held that the reasonable carload rate from St. Louis, 
Mo., to Denver, Colo., should not exceed the: first-class 
rate which was applicable upon shipments of bicycles. 
Again, in the Mead Auto Cycle case, supra, in which the 
carload rates were involved, a like finding was made 
and reparation was granted. 

Upon these facts we are of the opinion, and find, 
that the charges collected in No. 5601 for the trans- 
portation of motorcycles in Western Classification ter- 
ritory were unreasonable to the extent that they ex- 
ceeded charges which would have accrued at the first- 
class rates for the carload shipments and at one and 
one-half times first-class rates for the less-than-carload 
shipments. . 

It is assumed that ‘the present classification ratings 
have been established in good faith, and as to defend- 
ants herein no order for the future is deemed to be 
necessary. 


As has been said, the right of the several complain- 


ants to reparation is the main issue in all three of the 


cases under consideration. These complainants are 
motorcycle dealers offering and selling machines to the 
public. They have their places of business, some in 
small towns and some in large cities, in widely sepa- 
rated localities. Their interests as to these proceedings 
have been placed in the hands of a freight-audit com- 
pany whose chief officer filed the complaints with the 
Commission and has prosecuted them on behalf of the 
complainants. None of the complainants appeared at 
the hearings or testified in person or was represented by 
aly officer or employe having knowledge of the facts. 
The principal testimony was given by an officer of the 
freight-audit company, who had no personal knowledge 
of the facts concerning the shipments or the payment 
of the freight charges. 


In Nos. 4768 and 4677 the paid freight bills. consti- 
tute a part of the record. At the hearing of No.. 5601 
similar documents were presented for inspection and 
identification, but were not filed of record. In the lat- 
ter case there have also been filed affidavits of the 
several complainants purporting to show that freight 
charges were paid in full and finally borne by them. To 
these affidavits defendants object, on the ground that 
they are incompetent. 

Representatives of two motorcycle manufacturing 
companies testified that according to the prevailing prac- 
tice motorcycles are sold f. o. b. factory, the dealer or 
purchaser‘as consignee paying the freight charges. Copies 
of contracts made in accordance with such practice were 
introduced. This testimony does not purport to state 
the details of the purchase of any shipment upon which 
reparation is here sought. 

Do such records convincingly establish that these 
complainants ultimately paid the freight charges, and 
that damages should be awarded them on account of 
the unreasonable rates charged on the shipments in- 
volved, and would such a finding rest upon a basis so 
positive and definite “in fact and in law as to sustain 
a fina] judgment in court? 

We are without authority under the law to award 
damages accruing by virtue of a violation of the Act to 
regulate commerce, except upon the findings of fact, and 
these findings must be based upon evidence, both posi- 
tive and definite. Paid freight bills alone do not identify 
the parties by whom the freight charges were actually 
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borne, and affidavits, when objected to, cannot be accepted 
as evidence for that purpose. In the instant cases we 
have not before us such .clear and definite information 
nor such absolute evidence of damage to the parties com- 
plainant as to justify the issuance of orders of repara- 
tion in their favor. The prayer for reparation in each 
of these cases must therefore be denied. 


COTTON FROM TEXAS 


CASE NO. 6387 (32 I. C. C. 316-318) 

BOARD OF RAILROAD COMMISSIONERS OF THE 
STATE OF MONTANA, IN BEHALF OF MONTANA 
MATTRESS CO. VS. ATCHISON, TOPEKA & SANTA 
FE RAILWAY CO. ET AL. 


Submitted June 10, 1914. Decided Nov. 9, 1914. 

Rates for the transportation of cotton and cotton linters in 
carloads from certain points in southern Texas to Butte, 
Mont., found to be unreasonable, and reasonable rates pre- 
scribed for the future. 

O. W. Tong for complainant. 
E. A. Shewe for Union Pacific Railroad Co. and Oregon 

Short Line Railroad Co. 


Report of the Commission. 


BY THE COMMISSION: 

The complainant in this case appears on behalf of the 
Montana Mattress Co., a corporation engaged in the man- 
ufacture of mattresses, with principal place of business 
at Butte, Mont. By complaint, filed Dec. 2, 1913, it alleges 
that defendants’ rates for the transportation of cotton and 
cotton linters in carloads from various points of origin in 
southern Texas to Butte are unreasonable and unduly dis- 
criminatory to the extent that they exceed those to 
Spokane, Wash. Reparation is asked on several ship- 
ments which moved from Houston and Dallas, Tex., to 
Butte. 


The rates complained of apply from the following 
points in Texas: Austin, Athens, Brenham, Bryan, Bur- 
ton, Calvert, Corsicana, Cuero, Dallas, Denison, Ennis, 
Flatonia, Fort Worth, Galveston, Giddings, Gonzales, Groes- 
beck, Hearne, Hempstead, Houston, Kaufman, La Grange, 
Luling, Marlin, Mexia, Midlothian, San Antonio, Schulen- 
burg, Seguin, Sherman, Victoria and Waco. They are $1.50 
per 100 pounds on cotton and cotton linters delivered to 
the carriers compressed; $1.60 when the compression is 
to be performed by the carriers, and $1.75 uncompressed. 
From the same points of origin the rate to Spokane on, 
compressed cotton and linters is $1.20 per 100 pounds. 
This rate applies only via El Paso, Tex., and Portland, 
Ore., in connection with the lines of the Southern Pacific 
system, and involves a haul several hundred miles longer 
than via the route over which defendants’ rates apply; 
that is, via Denver, Colo. There is a rate of $1.20 per 100 
pounds on compressed cotton and linters from stations in 
Texas on the Fort Worth & Denver City Railway to Butte, 
and a rate of 95 cents per 100 pounds from Atlanta, Ga., 
and other points in that vicinity to North Pacific Coast 
terminals. 


The price of cotton linters ranges from 2 to 5 cents 
per pound, or from $400 to $1,000 per minimum carload 
of 20,000 pounds. For the transportation of a minimum 
carload to Butte, shipped compressed, defendants receive 
$300. The charges for the transportation of a minimum 
carload of compressed cotton or linters from the Texas 
points here involved to Spokane via the longer route is 
$240. The average distance via defendants’ lines from 
the points of origin to Butte is about 2,016 miles, and the 
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rate of $1.50 yields ton-mile revenue of 14.93 mills. The 
distance via the line of the Southern Pacific Co. to Spo- 
kane is about 2,379 miles, and the rate of $1.20 via that 
route yields ton-mile revenue of about 10.09 mills. A rate 
of $1.20 via defendants’ lines from the points of origin 
involved to Butte would yield ton-mile revenue of ap- 
proximately 11.9 mills. 

Complainant draws practically its entire supply of cot- 
ton and cotton linters from southern Texas points. Spo- 
kane manufacturers draw their raw material from the 
same territory as Butte, and it is said that the products of 
the manufacturers at the two places come into direct com- 
petition at points in western Montana. The distibuting 
rates from Spokane and Butte are on the same mileage 
basis and therefore Spokane has an advantage over Butte 
in the territory which lies between the two points. 

The Union Pacific Railroad Co. and the Oregon Short 
Line Railroad Co. were the only defendants represented at 
the hearing. Their witness testified that they were willing 
to establish for the future a rate of $1.20 on the commodi- 
ties in question when compressed, a rate of $1.31 when the 
compression is to be performed by the carriers, and a rate 
of $1.40 when uncompressed. It appears that these rates 
have not been established for the reason that there has 
been a dispute between the interested lines as to divisions. 
These rates are satisfactory to complainant. 

Upon consideration of all the facts, circumstances and 
conditions appearing of record we are of opinion and find 
that the present rates to Butte from the points of origin 
in question are unreasonable to the extent that they ex- 
ceed $1.20 per 100 pounds on cotton and cotton linters 
when compressed, $1.31 on cotton and cotton linters, com- 
pression to be performed by carriers, and $1.40 on cotton 
and cotton linters uncompressed. 

The freight bills and bills of lading indicate that as 
to all of the shipments upon which reparation is sought, 
except one, the freight charges were prepaid by the shipper 
in Texas. As to the one shipment referred to, the testi- 
mony does not show whether the charges were ultimately 
borne by the complainant. Therefore no reparation can be 
awarded upon this record. 

The Northern Pacific Co.’s Fourth Section Application 
No. 113, in so far as it seeks authority to charge lower 
rates on cotton and cotton linters from southern Texas to 
Spokane than to Butte, was set for hearing in connection 
with this complaint. It develops, however, that the rates in 
question do not violate the long-and-short-haul rule of the 
fourth section, as the rates to Spokane via Butte are not 
lower than the rates to Butte. 

An order will be entered, requiring the future main- 
tenance of the rates herein found reasonable. 





ORDER. 

It is ordered, That the above named defendants be, and 
they are hereby, notified and required to cease and de- 
sist, on or before Feb. 6, 1915, from charging, demanding, 
collecting, or receiving their present rates for the trans- 
portation of cotton and cotton linters in carloads from the 
following points in Texas: Austin, Athens, Brenham, 
Bryan, Burton, Calvert, Corsicana, Cuero, Dallas, Denison, 
Ennis, Flatonia, Fort Worth, Galveston, Giddings, Gonzales, 
Groesbeck, Hearne, Hempstead, Houston, Kaufman, La 
Grange, Luling, Marlin, Mexia, Midlothian, San Antonio, 
Schulenburg, Seguin, Sherman, Victoria and Waco, to 
Butte, Mont., which rates are found in said report to be 
unreasonable. ) 

It is further ordered, That said defendants be, and they 
are hereby, notified and required to establish, on or be- 
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fore Feb. 6, 1915, upon notice to the Interstate Commerce 
Commission and to the general public by not less than five 
days’ filing and posting in the manner prescribed in sec- 


‘tion 6 of the act to regulate commerce, from the points of 


origin in Texas designated in the next preceding paragraph 
to Butte, Mont., rates which shall not exceed the following: 
Cotton and cotton linters, compressed, in carloads, $1.20 
per 100 pounds; cotton and cotton linters, compression to 
be performed by the carriers, in carloads, $1.31 per 100 
pounds; cotton and cotton linters, uncompressed, in car- 
loads, $1.40 per 100 pounds, which said rates are found in 
said report to be reasonable. 

It is further ordered, That this order shall continue in 
force for a period of not less than two years from the date 
when it shall take effect. 


RATES ON HIDES AND PELTS 
CASE NO. 6021 (32 I. C. C., 355-360) 
CROWDUS BROTHERS ET AL. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. ET AL. 
Il. and S. No. 447. 
RATES ON HIDES FROM OKLAHOMA POINTS. 
Submitted Oct. 28, 1914. Decided Dec. 15, 1914. 


1. Upon review of the record, order in No. 6021 prescribing 
future rates rescinded. 

2. Previous findings that between Aug. 1, 1911. and April 1, 
1913, the rates on hides and pelts from points in Okla- 
homa to St. Louis, Mo., East St. Louis and Chicago, IIl., 
Milwaukee, Wis., and other points should not have ex- 
ceeded the rates contemporaneously in effect on packing 
house products, and that from Oklahoma City, Fort Worth 
and Wichita, as typical of groups of origin, the rates on 
hides and pelts to St. Louis and East St. Louis should 
have been adjusted on the basis of Oklahoma City 3 cents 
higher than Wichita and 5% cents lower than Fort Worth, 


confirmed. 

3. Within the designated period the local rates on hides and 
pelts to St. Louis and East St. Louis, and points taking 
the same rates, should have been 27% cents from Okla- 
homa City and 32% cents from Fort Worth. 

4. Testimony as supplemented found not to justify an award 
of reparation. 

5. Increased rates from points in Oklahoma to St. Louis ter- 
ritory and to certain Michigan points, suspended in In- 
‘vestigation and Suspension Docket No. 447, not justified. 
Future rates prescribed. 


W. V. Hardie for complainants, interveners and prot- 
estants. 

George A. Henshaw and L. Bennett for Corporation 
Commission of Oklahoma. 

R. O’Hara for Swift & Co. and St. Joseph Tanning Co., 
interveners. 

‘C. B. Heinemann and J. R. Baker for Morris & Co. and 
Products Manufacturing Co., interveners. 

A. C. Johnson for Sulzberger & Sons Co., intervener. 

W. F. Dickinson, Wallace T. Hughes and J. A. Johnson 
for Chicago, Rock Island & Pacific Railway Co. ° 

T. J. Norton and A. A. Hurd for Atchison, Topeka & 
Santa Fe Railway Co. 

H. C. Conley for St. Louis & San Francisco Railroad 
Co. 

C. S. Burg and W. W. Miller for Missouri, Kansas & 
Texas Railway Co. 

Report of the Commission on Rehearing. 
CLARK, Commissioner: 

We shall dispose first of No. 6021. In the original 
report in this case, promulgated Feb. 3, 1914, 29 I. C. C., 
449, we held that rates on hides and pelts from certain 
points of origin in Oklahoma to St. Louis, Mo., East St. 
Louis, Ill., and other destinations involved should not ex- 
ceed the rates on packing house products contemporane- 
ously in effect from the same points of origin to the same 
destinations; that the rates complained of were and had 
been unreasonable and unduly prejudicial to complainants 


‘from and since December 11, 1911, the date on which we 
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announced our findings in Investigation of Alleged Un- 
reasonable Rates on Meats, 22 I. C. C., 160 (The Traffic 
World, Jan, 6, 1912, p. 3), and that complainants were en- 
titled to reparation on shipments made subsequently to 
the date named. It was further stated in the report, al- 
though not embraced in the order, that in adjusting the 
relationship of rates as between Oklahoma City, Okla., 
and the competing points to the north and south of it the 
rate from Oklahoma City to St. Louis should be made 3 
cents per 100 pounds higher than from Wichita, Kan., and 
5% cents per 100 pounds lower than from Fort Worth, Tex. 
All rates are stated herein in cents per 100 pounds. 
Using Fort Worth, Oklahoma City and Wichita as 
typical of the groups of origin, the rates in effect at the 
time the original decision was rendered were as follows: 


Hides and Packing 
Pelts. House Products. 
Local. Local. Proportional. 
To St. Louis and East St. Louis, 
from— 
ee NN, 3 os 5:64 < 60 bbws co oh48 32% 36 32% 
CR CE co ceccccesetccsees 28% 32 27% 
WEES 3.06005 6asan odd sea Sbee Se 24% 27 24% 
Packing 
Hides House 


and Pelts. Products. 
To Chicago and Milwaukee, from— 


EE na:dhs ckodenesiens Sree ENS Abad 39% 41 

CEI EE oes occas cenesass bes weewbure 35% 37 

WE” “dna w dbs eb cenadiedotFOb0ds00s casere 29% 32 
To Kansas City, from— 

Eg cicadas anigwan wae eaesene 27% 21 

I GE | ona, on 0:05 Wdinn oes ee DAWA 23% 17 

WP SE io 56 1h 5 SES Seb Bae se whae'es Dsésoe0u be 12 12 


It will be observed that as to hides and pelts there 
were no proportional rates, but that on packing house 
products to St. Louis and East St. Louis there were pro- 
portional rates lower than the local rates, and that these 
proportional rates, promulgated as a result of the decision 
in: Investigation of Alleged Unreasonable Rates on Meats, 
supra, bore the relationship which we had prescribed, Okla- 
homa City 3 cents higher than Wichita and 514 cents lower 
than Fort Worth. 

Under our order in the instant case the carriers pub- 
lished the following rates, to become effective May 1, 1914: 


Packing House 
Hides and Pelts. Products. 


Propor- Propor- 


Local. tional. Local. tional. 
To St. Louis and East St. Louis, 
from— 
ee. “WENO. -n.c0ecbevesouwe *36 32% 36 32% 
Ge os ae 32 27% 32 27% 
WH, Sb Sesbesasecewenacs 241% oe oe 27 24% 
Packing 
Hides House 


and Pelts. Products. 
To Chicago and Milwaukee, from— 


SOU IN ac ic 6 Verse ate as eth nia acd 0 741 41 

SE, SE xccecnts cdneeaeseteses ens 37 37 

WON 6:60 v.50 Nhs cele ed iceeeeDsen oe eae bes 29% 32 
To Kansas City, from— 

Be NR aici mien t k ogee Ren ee eitetnd 21 21 

CNR Eo wis ceive ss 0b 50 608 0004049 17 17 

WE 13a oh sp Slee ebh cata dbcaseds ted 12 12 


*Reduced to 331% July 9, 1914. 
tReduced to 38% July 9, 1914; restored to 41 Sept. 9, 1914. 


At the same time changes were made in the rates to 
numerous points in trunk line and Central Freight Asso- 
ciation territories; that is, rates on hides were published 
the same as the rates on packing house products from 
and to the same points. It will be seen that, although no 
change was proposed in the rates from Wichita, local and 
proportional rates on hides were proposed from Oklahoma 
City and Fort Worth equivalent to the rates on packing 
house products from those points. The effect of this was 
an increase in the local rate on hides from Oklahoma City 
to St. Louis from 28% cents to 32 cents, the establishment 
of a new proportional rate between those points of 27% 
cents, an increase in the local rate from Fort Worth to 
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St. Louis from 32% cents to 36 cents, and the establish- 
ment gf a new proportional rate of 32%, cents. This ad- 
justment conformed to the Fort Worth-Oklahoma City- 
Wichita relationship suggested by us as to proportional 
rates, but ignored such relationship as to local rates. The 
increased local rate from Oklahoma City to St. Louis and 


’ points taking the same rates and proposed increased rates 


to certain Michigan points basing on St. Louis were sus- 
pended by us, and will be dealt with later in our discus- 
sion of Investigation and Suspension Docket No. 447. In 
consequence of the situation thus created, and for other 
reasons, an order was entered on May 1, 1914, reopening 
No. 6021 for further hearing, and providing that pending 
such further hearing and decision the original order of 
Feb. 3, 1914, should remain in effect. 

On rehearing Swift & Co., the St. Joseph Tanning Co., 
Morris & Co., the Products Manufacturing Co. and Sulz- 
berger & Sons Co. were permitted to intervene. The Fort 
Worth interests argue that their proximity to New Orleans 
and the possibility of securing lower combination rates 
via that gateway to certain eastern destinations should 
entitle them to the same advantage in rates to and via 
the St. Louis gateway, and that the carriers should be 
granted relief from the long-and-short-haul rule for that 
purpose. We are not impressed by this argument, and 
the relationship of rates to New Orleans and to St. Louis 
is not before us. 

The additional testimony submitted was directed prin- 
cipally to the question of reparation, to the effect* of the 
changed relationship between the points of origin, and 
to the adjustment of rates to other destinations beyond the 
St. Louis gateway. Except as to reparation these ques- 
tions are, for reasons stated herein, outside the proper 
limits of either of these proceedings. 

In the original complaint no attack was made upon 
the then existing rates. The rates directly assailed were 
those in effect from Aug. 1, 1911, to April 1, 1913, the 
carriers having on April 2, 1913, voluntarily established 
rates from Oklahoma points which were lower than those 
previously maintained, but which were not so adjusted as 
to conform to the rates on packing house products. The 
prayer of the complaint was broader than the allegations 
upon which it was based. The testimony introduced 
strongly supported the prayer. A careful review convinces 
us, however, that the pleadings did not, and do not now, 
justify any finding with respect to rates other than those 
which were in effect during the specified period, Aug. 1, 
1911, to April 1, 1913; hence the order of Feb. 3, 1914, as 
to rates for the future will be rescinded. 

The record confirms the opinion that the rates on 
hides and pelts should not have exceeded the rates con- 
temporaneously in effect on packing house products, and 
that from Oklahoma City, Fort Worth and Wichita, as 
typical of the groups of origin, the rates on hides and 
pelts to St. Louis and East St. Louis should have been 
adjusted on the basis of Oklahoma City 3 cents higher 
than Wichita and Fort Worth 5% cents higher than Okla- 
homa City. In Investigation of Alleged Unreasonable Rates 
on Meats, supra, we prescribed that relationship in rates 
on packing house products to the Mississippi River as 
portions of the total rates for shipments destined beyond, 
and nothing was said as to rates for local shipments. 
Local rates, higher than the proportional rates, were estab- 
lished, and that no serious objections thereto have been 
heard may be due to the fact that comparatively few local 
shipments of packing house products are made to the 
Mississippi River points. As to hides and pelts, however, 
it is disclosed by this record that there is a considerable 
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local movement to St. Louis and East St. Louis, and the 
local rates are of vital interest to the shippers. 

The carriers have maintained continuously, at least 
from Aug. 1, 1911, to the present time, the rate of 24% 
cents from Wichita to St. Louis and East St. Louis applied 
both locally and proportionally on hides and pelts and 
proportionally on packing house products. Therefore the 
local and proportional rate on hides and pelts from Okla- 
homa City and points taking the same rate to St. Louis 
and Hast St. Louis should have been 27% cents, and the 
rate from Fort Worth and group 32% cents. This view 
applies also to the rates to destinations in trunk line and 
Central Freight Association territories, to which the rates 
based on St. Louis or East St. Louis. 

The rates of 12 cents, 17 cents and 21 cents on packing 
house products from Wichita, Oklahoma City and Fort 
Worth, respectively, to Kansas City were fixed by us in 
Investigation of Alleged Unreasonable Rates on Meats, 
supra. To some destinations accessible via the Kansas 
City gateway the combinations on Kansas City made lower 
totals than could have been constructed on St. Louis, using 
the proportional rate to that gateway. The Kansas City 
rate having been prescribed by us must be regarded as 
reasonable, and since the factors beyond are not within 
the control of the defendants, it follows that to such points 
defendants were warranted in departing to that extent 
from the approved relationship as between Wichita, Okla- 
homa City and Fort Worth. 

We stated in the previous report herein that the rates 
on hides were drawn in question in Investigation of Al- 
leged Unreasonable Rates on Meat, supra, and in In re 
Transportation of Wool, Hides and Pelts, 23 I. C. C., 151 
(The Traffic World, April 20, 1912, p. 771), but that no 
decision with respect thereto had been reached because 
the records were insufficient to justify any finding. If on 
those records we failed to reach a conclusion that the 
rates then prevailing were unreasonable or otherwise un- 
lawful, and the carriers, subsequently to the time of move- 
ment of the shipments here, complained of voluntarily 
established lower rates; if in the instant case the rates 
on packing house products are for the first time declared 
to be reasonable maximum rates to apply on hides and 
pelts; and if the principle laid down in the supplemental 
report in Investigation of Alleged Unreasonable Rates on 
Meats, 28 I. C. C., 332 (The Traffic World, Nov. 22, 1913, 
p. 922), is the correct one—and it must be so regarded— 
no reparation may be here awarded in connection with 
transactions occurring prior to the promulgation of our 
opinion on Feb. 3, 1914. Moreover, while it is clear that 
regardless of what the market or destination may be, 
hides and pelts are sold on the basis of a delivered price 
at Chicago, the amount received by the shipper being the 
Chicago market price minus the freight charges from 
point of shipment to Chicago, and the consignees bearing 
the remainder of the freight charges, the testimony with 
respect to the payment of the charges and final settlements 
between shippers and consignees is conflicting and un- 
certain. The award of reparation to complainants is 
found on the testimony as supplemented not to have been 
justified. It will, therefore, be revoked. 

The rates from Oklahoma points under suspension in 
Investigation and Suspension Docket No. 447 are those 
published in items Nos. 3434-A, 3435-A, 3436-D, 3440-J, 
3440-K, 3444-C and 3444-D of Supplements Nos. 29 and 31 
to agent Leland’s I. C.:C. No. 969—agent Morris’ I. C. C. 
No. 386. The suspended rates and the present rates are 
as follows: To St. Louis and East St. Louis, present 28%, 
proposed 32; to Grand Rapids and Holland, Mich., present 
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42%, proposed 441%4; to Fremont, Mich., present 4514, pro- 
posed 47%; to Alpena, Boyne City, Cheboygan, Kegomic 
and Petoskey, Mich., present 4814, proposed 50%. 

Respondents submit in justification that the proposed 
rates were published in pursuance of their understanding 
of the order entered in No. 6021, and for the purpose of 
placing hides and pelts on a parity with packing house 
products. We have already dealt with the St. Louis rates 
for the past, and the same reasoning controls here. We 
therefore find that the proposed increased rate to St. Louis 
and St. Louis rate points has not been justified; that for 
the future the reasonable local rate on hides and pelts 
from the Oklahoma points of origin, included within the 
suspénded items to St. Louis and points in so-called St. 
Louis territory, should not be more than 3 cents higher 
than the local rate contemporaneously maintained from 
Wichita, and not less than 5%4 cents lower than the local 
rate contemporaneously maintained from Fort Worth to 
St. Louis and St. Louis rate points, and should not exceed 
the local rate contemporaneously maintained from the 
Oklahoma points in question to St. Louis and St. Louis 
rate points on packing house products. 

The present basis for rates to the Michigan points is 
the East St. Louis combination, using the local rates from 
East St. Louis to the destinations as arbitraries. The in- 
creased rates originally published by respondents in Sup- 
plement No. 29 were, through error, predicated upon the 
proposed local rate of 32 cents to East St. Louis, instead 
of upon the proportional rate of 27% cents, but in Sup- 
plement No. 31 through rates were authorized on basis 
of the Kansas City-East St. Louis combination, resulting 
in the somewhat lower figures quoted above. These, how- 
ever, are still in excess of the East St. Louis combinations 
obtained by the use of the proportional rate to Hast St. 
Louis. No good reason having been presented for with- 
holding the lower direct combination basis, we find that 
the proposed increased rates to these Michigan points 
have not been justified, and that for the future the reason- 
able rates on hides and pelts from the Oklahoma points 
of origin embraced within the suspended items to Grand 
Rapids, Holland, Fremont, Alpena, Boyne City, Cheboy- 
gan, Kegomic and Petoskey, Mich., should not exceed the 
combinations on East St. Louis, made by use of the pro- 
portional rate from the Oklahoma points to East St. Louis 
and the local rates beyond. 

Appropriate orders will be entered. 





ORDERS. 
No. 6021. 
It is ordered, That the prior order issued herein on 
Feb. 3, 1914, be, and it is hereby, rescinded. 
It is further ordered, That complainants’ prayer for 
an award of reparation be, and it is hereby, denied. 





I. and S. No. 447. 

It is ordered, That the carriers respondent herein and 
designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before Feb. 20, 1915, 
the rates and charges stated in the items of the schedules 
specified in said orders of suspension. 

It is further ordered, That said respondents be, and 
they are hereby, notified and required to establish, on or 
before Feb. 20, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than thirty days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
thereafter to maintain and apply to the transportation of 
hides and pelts in carloads from the Oklahoma points of 
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origin embraced in the suspended items of the said sched- 
ules to St. Louis, Mo., and points in so-called St. Louis 
territory, local rates which shall not be more than 3 cents 
per 100 pounds higher than the local rates contemporane- 
ously maintained on said commodities from Wichita, Kan., 
to said destinations, and not less than 5%4 cents per 100 
pounds lower than the local rates contemporaneously main- 
tained on said commodities from Fort Worth, Tex., to said 
destinations, and which shall not exceed the local rates 
contemporaneously maintained from said points of origin 
to said points of destination on packing house products. 

It is further ordered, That said respondents be, and 
they are hereby, notified and required to establish, on or 
before Feb. 20, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than thirty days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
thereafter to maintain and apply to the transportation of 
hides and pelts in carloads from the Oklahoma points of 
origin embraced in the suspended items of the said sched- 
ules to Grand Rapids, Holland, Fremont, Alpena, Boyne 
City, Cheboygan, Kegomic and Petoskey, Mich., rates which 
shall not exceed the combinations on East St. Louis, ill., 
made by use of the proportional rates from said Oklahoma 
points to said East St. Louis and the local rates beyond. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years from 
the date when it shall take effect. 


JUSTIFIED WITH EXCEPTIONS 


—~_ 


I. & S. NO. 406 (32 I. C. C. 361-368) 
FREIGHT RATES BETWEEN POINTS IN MINNESOTA 
VIA INTERSTATE ROUTES AND BETWEEN POINTS 
IN MINNESOTA AND OTHER STATES. 
Submitted Oct. 7, 1914. Decided Dec. 2, 1914. 


Proposed increased class rates between Duluth, Minn., and re- 
lated points on the one hand, and St. Paul and Minneapolis. 
Minn., and related points on the other hand, and proposed 
increased commodity rates from and to the same and other 
points, found to be justified except as to cement, lime and 
plaster, and except in so far as violations of the long-and- 
short- haul rule of tHe fourth section would result from 
such rates. The proposed rates on cement, lime and plaster 
are found not to be justified. 


H. Oldenburg and Clapp & Macartney for Northern 
Lumber Co., Cloquet Lumber Co., Johnson-Wentworth 
Lumber Co., Northwest Paper Co., Itasca Paper Co. and 
Grand Rapids Paper Co. 


G. Roy Hall for Commercal Club of Duluth, Duluth 
Produce Exchange, D. G. Cutler Co. and Duluth Traffic 
Commission. 


John Junell for Northern White Cedar Association. 


George T. Simpson and Powell & Simpson for Deer 
River Lumber Co., John Schrader Lumber Co., Rust-Owen 
Lumber Co., Hammond-Chandler Lumber Co., Rice Lake 
Lumber Co. and Willow River Lumber Co. 

W. E. Magner for Superior Manufacturing Co. 

J. A. Little for Superior Commercial Club and City 
of Superior. 

R. V. McCroskey for Morton Salt Co. 

F. R. Bentley, George Low and Harry S. Allen for 
Universal Portland Cement Co. 

Albert H. Lossow for Minneapolis, St. Paul & Sault 
Ste. Marie Railway Co. 

John F. Finerty, Jr., for Great Northern Railway’ Co. 


Charles Donnelly and Emerson Hadley for Northern é; 


Pacific Railway Co. 
J. B. Sheean for Chicago, St. Paul, Minneapolis & 
Omaha Railway Co. 


‘consin points. 
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Report of the Commission. 
HARLAN, Chairman: 

By the tariffs under suspension in this proceeding 
the respondents propose to increase their class rates be- 
tween Duluth, Minn., and related points on the one hand, 
and St. Paul and Minneapolis, Minn., and related points 
on the other hand, and also certain of their commodity 
rates between the same and other Minnesota and Wis- 
Upon protests by manufacturers of and 
dealers in lumber and other articles of commerce in this 
territory, the rates in question were suspended pending 
this investigation into their reasonableness. 

For many years Duluth and Superior have taken the ~ 
same rates, and it is not proposed to disturb this relation. 
Between Duluth and certain other points at or near the 
head of the lakes and St. Paul and Minneapolis, herein- 
after called the twin cities, the direct line of the Northern 
Pacific Railway is’ wholly intrastate, while the lines of 
other respondent carriers are interstate as to all the points 
involved in this proceeding. 


Under a recent statute of the state of Minneosta, the 
respondents, since Jan. 1, 1914, have had in effect mileage 
rates for the transportation of traffic wholly within the 
state. For the purpose of bringing their interstate rates 
into harmony with these mileage rates they propose to 
establish the rates involved in this proceeding. They con- 
tend that they are obliged to meet the conditions which 
have resulted from the Minnesota law by increasing their 
interstate rates for the reason that a reduction of theiz 
intrastate rates to the level of the present interstate 
rates would have the effect of making the reduced intra- 
state rates the measure of all their rates for similar 
distances through the state of Minnesota. This situation 
was emphasized in the testimony submitted at the hearing, 
and has been discussed at considerable length in the briefs 
of counsel. 


In Rates on Beer and Other Malt Products, 31 I. C. C. 
544 [The Traffic World, Sept. 5, 1914, P. 496], we had be- 
fore tis a somewhat similar question. By the tariffs there 
under suspension it was proposed, among other things, to 
increase rates on beer from points in the state of Minne- 
sota to points in the states of Iowa and South Dakota. 
The Minnesota statute here referred to was called to our 
attention in that case, and it was claimed that should the 
intrastate rates be reduced to the level of the interstate 
rates, the carriers would thereby be compé€lled, under the 
law as construed, to make the reduced rates the measure 
of all their rates on beer for the same distance through- 
out the state of Minnesota. In that connection we said, 
at page 545: 


Unquestionably the law of Minnesota presents a situation 
to the carriers which makes it necessary for them either to 
adjust some interstate rates to the mileage rates prescribed 
by that law, to leave their intrastate and interstate rates out 
of line, or to suffer material reductions below the intrastate 
rates fixed thereunder. While we may consider this fact. 
“Congress does not directly or indirectly interfere with local 
rates by adopting their sum as the interstate rate,’ L. & N. 

Co. vs. United States, 184 U. S., 27, 46 Fed., 416, and we 
cannot say that merely because a higher intrastate rate exists 
that an increase of an interstate rate to meet the state-made 
rate is justified, even though the transportation conditions as 
to distance and territory are similar. Nor do the facts here 
presented require that we consider the application of the de- 
cision of the Supreme Court in the Shreveport case, H. BE. & 
Ww . Ry. Co. vs. United States, 234 U. S., 342. This con- 
clusion makes it unnecessary for us to more particularly de- 
scribe the Minnesota statute and the situation resulting there- 
from. 


The same principle applies to the matter now before 
us, and we need not consider further the Minnesota stat- 
ute except in so far as the rates established under it may 
be regarded as evidence tending to support the claim that 
the rates under suspension are just and reasonable, It is 
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well settled that state-made rates may be considered in 
determining the reasonableness of interstate rates in the 
same general territory. Minneapolis Civic & Commerce 
Asso. vs. C. M. & St. P. Ry. Co., 30 I. C. C. 663 [The Traffic 
World, July 18, 1914, P. 118]; Pulp & Paper Mfrs. Traffic 
Asso. vs. C. M. & St. P. Ry. Co., 27 I. C. C. 88 [The 
Traffic World, June 7, 1913, P. 1205]. 

It is not denied by the respondents that the mileage 
rates established under the Minnesota statute furnished 
the opportunity for the proposed increased rates. The 
protestants say that but for such mileage rates the pres- 
ent controversy would not have arisen, but the motives 
which may underlie the action of the carriers are not 
matters about which we may indulge in speculation. The 
question before us is whether the proposed rates are just 
and reasonable, and this question must be determined upon 
the facts disclosed by the record. 

It is not seriously disputed that the present rates are 
lower than rates maintained by the same carriers for like 
distances under substantially similar conditions in other 
parts of this general territory, and the respondents ear- 
nestly contend that the proposed rates are just and rea- 
sonable. The burden of proof is upon them to sustain 
this contention. 

The general situation as to the class rates is shown 
in the table below, in which the proposed rates between 
Duluth and the twin cities, together with the present rates, 
and the percentages of increase, are given. The rates are 
stated in cents per 100 pounds. The same is true of rates 
stated in other parts of this report: 

Class. i 2A ee em BR SP, BY 


Proposed rate..41.4 34.5 27.6 20.7 16.6 18.6 14.5 12.4 10.3 
Present rate es 30 23 17 10 14 12 10 9 


Increase .....-. 4.65 46 3.7 66 46 25 24 138 
P cent of in- 
ereaae asmewen 18.28 15 20 21.76 66 32.85 20.83 24 14.44 3.75 


It is to be observed that the relation of the proposed 
rates one to another is very different from that of the 
present rates. The fifth-class rate of the present schedule 
is about 28.5 per cent of the first-class rate, while the 
fifth-class rate of the proposed schedule is about 40 per 
cent of the first-class rate. This explains the relatively 
greater increase in the rates for articles rated fifth class 
’ than for articles otherwise rated. 

In Iowa State Board of Railroad Commissioners vs. 
A. BE. R. R. Co., 28 I. C. C. 563 [The Traffic World, March 
21, 1914, P. 552], hereinafter called the Iowa case, we 
had under consideration the question of the proper relation 
which rates for the lower classes should bear to the first- 
class rate, and among other things we said, at page 565: 


The Commission has long realized the desirability of estab- 
lishing some common percentage which all classes should bear 
to the first-class rate, so that the naming of the first-class 
rate would automatically fix that of every other class. It has 
not felt free, up to the present time, to establish such a per- 
centage for use in all parts of the country. The rates estab- 
lished by the carriers themselves present endless and very wide 
differences in the relation between the classes. 


In that case we established a percentage relation be- 
tween the first-class rate and the rates for the lower 
classes, as shown in the table next below: 


Class ..... . & . 6 28 4 2B 2. dD B 
Rate ...... 100 84 66% 50 40 45 35 30 25 20 


The percentage relation between the first-class rate 
and the rates for the lower classes in the schedules here 
under suspension is the same as the percentage relation 
established in the Iowa case, with a slight exception as to 
the second-class rate. 

The proposed class rates are on a level with the class 
rates for like distances in other parts of the state of 
Minnesota, and are lower than the intrastate class rates 
of certain carriers for like distances in Wisconsin, South 
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Dakota, or Nebraska. Comparisons of the proposed rates 

for a given distance with the present rates for the same 

distance and with the mileage rates prescribed in the 

Iowa case for a like distance are shown in the following 

table: 

DISTANCE 155 MILES. 
Rit we a | 


Class. £4.23 .:@:: B23 
Proposed rate ...... 41.4 34.5 27.6 20.7 16.6 18.6 14.5 12.4 10.3 8.3 
Present rate ....... oS ww FB if -% 14 1) 0 9 8 
Rate prescribed in 

Towa CASE ....000. 54 45 36 27 22 24 #19 #416 #14 «O11 


The protestants call attention to the fact that the pres- 
ent scale of class rates has been in effect for about 20 
years. Undoubtedly the fact that a rate has been volun- 
tarily maintained by a carrier for a period of years is 
evidence tending to show that it is reasonably remuner- 
ative, and when such a rate is sought to be increased the 
burden on the carrier would seem to require stronger 
proof of justification than in a case where the proposed 
increase relates to a rate that has been in effect but a 
short time. It not infrequently occurs, however, that in- 
creases in rates which have been maintained for many 
years are found to be amply justified. 

It is evident from the record that the proposed class 
rates are more nearly in line with the class rates in effect 
generally throughout this territory than are the present 
rates. No reason has been suggested why the rates be- 
tween Duluth and the twin cities should be lower than 
rates in other parts of the same territory, except that the 
density of traffic is claimed to be greater. But even this 
claim is without proof as to some of the carriers, and upon 
the whole, we think the proposed class rates find ample 
justification in the record. 

Of the proposed increased commodity rates, those on 
lumber, news print paper, cement, lime and plaster may 
be regarded as fairly representative. 

The present interstate rate on lumber, including hard 
and soft woods and cedar poles or posts, from Duluth and 
Superior to the twin cities is 6 cents. The proposed rate 
is 7.8 cents. The present rate from Cloquet, Minn., to the 
twin cities is 5.5 cents and the proposed rate 7.5 cents. 
From Deer River to Duluth the present rate is 6 cents and 
the proposed rate 7.3 cents; and from the same point to 
the twin cities the present and proposed rates are 8 cents 
and 9 cents, respectively. Protests were filed by manufac- 
turers interested in the lumber rates from various other 
producing points, but the rates named sufficiently illus- 
trate the situation as to this commodity. The distances 
by way of the Great Northern, one of the interstate lines, 
are as follows: From Duluth, 150 miles to Minneapolis 
and 160 miles to St. Paul, an average of 155 miles; from 
Cloquet, 165 miles to Minneapolis and 175 miles to St. 
Paul, an average of 170 miles, and 41 miles to Duluth; 
from Deer River, 250 miles to Minneapolis and 260 miles 
to St. Paul, an average of 255 miles. The distances by 
way of the intrastate line of the Northern Pacific are 
considerably less. The movement of lumber from Cloquet 
to the twin cities is large. The average loading is about 
45,000 pounds. The earnings per car under the proposed 
rate of 7.5 cents would be about $33.75 and the earnings 
per ton per mile 8.8 mills for the average distance of 170 
miles. The proposed rates from Deer River, and from 
other shipping points referred to and discussed in the 
briefs of counsel, do not appear to be out of line with 
those from Cloquet. Under all the circumstances it does 
not seem to us that the proposed lumber rates are unrea- 
sonable, relatively or otherwise. 

The situation as to news print paper is illustrated by 
the rates from Cloquet and Grand Rapids, Minn., to the 
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twin cities. From Cloquet for an average distance of 170 
miles the present rate is 7 cents and the proposed rate 8.2 
cents. From Grand Rapids the average distance is 241 
miles. The present rate is 8 cents and the proposed rate 
10.4 cents. The carload minimum weight is 30,000 pounds, 
but the average loading is considerably greater. Under 
the proposed rates the ton-mile earnings for the average 
distance from Grand Rapids would be 8.6 mills and for 
the average distance from Cloquet, 9.6 mills. The com- 
modity is valued at about $40 per ton, but no special 
equipment is required for its transportation. The most 
direct competition with manufacturers of this commodity 
in Minneosta comes from paper mills in Wisconsin. The 
present rates, ton-mile earnings, and distances from rep- 
resentative Wisconsin points to the twin cities are shown 
in the following table: 


Ton- 
Rate. Mile Earnings. Distance. 
Cents. Mills. Miles. 
CCE re yee 7 16.1 87 
DEES, pk b.n0 se cetbeensees oes 7 10.6 132 
SEINE | bind So sea eye do da cuaiote 8 7.3 218 


The average ton-mile earnings from these three points 
to the twin cities is 11.3 mills. The Minneosta manufac- 
turers also meet competition from Sault Ste. Marie, Mich., 
from which point the rate to the twin cities is the fifth- 
class rate of 20 cents. For purposes of comparison the 
protestants filed an exhibit showing ton-mile earnings on 
print paper from and to various points other than those 
here involved which are considerably less than the earn- 
ings that would accrue from the rates here proposed, 
but the distances are much greater and the transportation 
conditions in other respects are not shown to be similar. 
We do not find upon this record that the proposed rates on 
news print paper are unreasonable. 

The present rate on cement from Duluth to the twin 
cities is 5 cents and the proposed rate 8 cents. Cement 
is a low-grade commodity. The car minimum is 38,000 
pounds, but the average loading is considerably greater. 
The present rate for the average distance of 155 miles 
yields a ton-mile revenue of 6.4 mills. The proposed rate 
would yield about 1 cent per ton per mile. The evidence on 
this branch of the inquiry is meager and unsatisfactory. 
We are not advised as to the volume of the traffic, nor 
as to other important transportation conditions. Enough 
appears, however, to show that neither the present nor 
the proposed rate is in line with cement rates for similar 
distances in other parts of the country, or in the general 
territory here involved. We are unable to find from the 
evidence of record that an increase of 3 cents would be 
justified. 

There are two rates on lime via all interstate routes 
from Duluth to the twin cities, one of 6 cents, based on 
a carload minimum weight of 24,000 pounds, and another 
of 4.5 cents, based on a carload minimum weight of 40,000 
pounds. The proposed rates are 8 cents on the lower 
minimum and 6 cents on the higher. The Northern Pacific 
maintains an intrastate rate of 8 cents on a minimum basis 
of 24,000 pounds, which is the Minnesota mileage rate. The 
present interstate rate on plaster is 6 cents and the 
proposed rate 8 cents, based on a minimum of 30,000 
pounds. There is but little evidence in the record as to 
rates on either of these commodities, and what has been 
said as to cement applies with equal force to lime and 
plaster. The present rates appear to be relatively lower 
than rates for like distances in other parts of the same 
general territory, while the proposed rates are, we think, 
too high. It is apparent that there might well be some in- 
crease in these rates, but the indefiniteness of the evidence 
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renders it impossible to determine with any degree of cer- 
tainty what increase would be reasonable. 

Protests were filed by shippers of articles embraced 
within the general description of “produce.” These arti- 
cles for the most part move under fifth-class rates, and 
what has been hereinbefore said in respect to the pro- 
posed class rates applies to produce rates as well. 

Objection is also made to the proposed rate on salt 
in carloads from Duluth and Superior to the twin cities. 
The present rate via both the Northern Pacific and Great 
Northern is 5 cents. The Northern Pacific proposes to can- 
cel the commodity rate and to apply the class D rate of 10.3 
cents. The Great Northern does not propose any change 
in the 5-cent rate, and, as the line of this carrier is open to 
shippers from both Duluth and Superior to the twin cities, 
it does not appear how shippers of salt would be injured 
by the Northern Pacific rate. 

It is contended that the proposed rates will result in 
unjust discrimination against Duluth because of the low 
differentials in the rail-lake-and-rail rates from points east 
of the Indiana-Illinois state line through Duluth to the twin 
cities. A question as to these differentials was considered 
by us in Commercial Club of Duluth vs. B. & O. R. R. 
Co., 27 I. C. C. 6389 (The Traffic World, July 26, 1913, p. 
195). We there prescribed a minimum scale of differ- 
entials over Duluth on traffic moving through Duluth to 
the twin cities, but that matter is not before us in this 
proceeding. The issue here cannot be broadened to em- 
brace matters in which other carriers, not parties, are 
interested. We are not now considering a general re- 
adjustment of all ratets to the twin cities territory. The 
respondents have dealt only with the issue presented, and 
to the extent that the evidence is sufficient to justify 
their claim the presumption should be indulged that any 
unjust discriminations that may result from the proposed 
rates in connection with matters not regularly before us 
will be removed by them. If the carriers should not deal 
fairly with shippers in this respect, the matter may be 
brought to our attention by formal complaint, with all 
interested carriers made parties, to the end that full and 
complete justice may be done. 

There is some contention that the increased rates 
will violate the long-and-short-haul rule of the fourth sec: 
tion of the act. It was shown that as to certain com- 
modities the proposed rates from Duluth to the twin 
cities are higher than the rates from Cleveland via Duluth 
to the same destinations. The carriers submitted no evi- 
dence in justification or explanation of these suggested 
violations of section 4, and: of course no rates which 
would result in such violations should be allowed to be- 
come effective. 

The record is quite voluminous, and elaborate briefs 
have been filed by counsel for both protestants and re- 
spondents. We have not deemed it necessary to discuss 
in detail each of the contentions urged upon our atten- 
tion, but we have given careful consideration to all of 
them. Upon the facts of record we are of opinion and 
find that except as to cement, lime, and plaster, and 
except as to suggested violations of the fourth section, 
the respondents have justified the proposed increased 
rates. We are further of opinion and find that as to 
cement, lime, and plaster, and as to any and all class 
or commodity rates the application of which would result 
in violations of section 4, the proposed increased rates 
have not been justified. In view of these exceptions such 
of the suspended tariffs as contain these objectionable 
features must be canceled, but similar tariffs omitting the 
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unlawful features herein pointed out or suggested will be 
permitted to become effective. Violations of the fourth 
section must be avoided, and the tariffs must not embrace 
any of the rates herein found not to be justified. Tariffs 
file. within three months from the date hereof, in ac- 
cordance with the requirements and suggestions herein 
contained, may be made effective upon not less than five 
days’ notice, given in the regular way. An order will be 
entered requiring the cancellation of the suspended tariffs. 





ORDER. 


It is ordered, That the carriers respondents herein 
and designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before Jan. 23, 1915, 
the schedules specified in said orders of suspension in 
so far as increased rates on cement, lime and plaster, in 
carloads, are named in said schedules, and in so far as 
the application of any of the class and commodity rates 
named in said schedules would result in violation of the 
fourth section of the Act to regulate commerce. 


RATES ON CEMENT 


1. AND S. NO. 408 (32 I. C. C., 369-375) 
CEMENT RATES BETWEEN POINTS IN ILLINOIS AND 
POINTS IN MINNESOTA AND OTHER STATES. 
Submitted Oct. 7, 1914. Decided Dec. 2, 1914. 


1. Proposed increased rates on cement in carloads from Chi- 
cago, Ill., and certain other points to St. Paul and Minne- 
apolis, Minn., and to points in Wisconsin found to have 
been justified. 

Proposed increased rates on cement in carloads from Mason 
City and Des Moines, Ia., to St. Paul and. Minneapolis 
found to have been justified in part only. 

Proposed increased rates on cement in carloads from Iola 
and related points in the state of Kansas to St. Paul and 
Minneapolis found not to have been justified. 

4. Proposed increased rates on cement in carloads from Man- 

kato, Minn., to Chicago found to be justified. 


Cassoday, Butler, Lamb & Foster and C. R. Hillyer 
for Iola Cement Mills Traffic Association, Iola Portland 
Cement Co., Monarch Cement Co., Great Western Portland 
Cement Co. of Kansas and Ash Grove Lime & Portland 
Cement Co. 

John S. Burchmore and Luther M. Walter for cement 
manufacturers at La Salle and Dixon, Ill. 

C. B. Condon for Iowa Portland Cement Co. 

Knapp & Campbell, H. I. Allen and Murray N. Bil- 
lings for Universal Portland Cement Co. 

Haase & Howard, W. H. Abel and Walter Young for 
Atlas Portland Cement Co. 

L. J. Dauback for Lehigh Portland Cement Co. 

E. H. Norblom for Landers Morrison-Christenson Co. 

W. D. Stewart for St. Paul Lime & Cement Co. 

Cc. C. Wright and R. H. Widdicombe for Chicago & 


North Western Railway Co. 
R. B. Scott for Chicago, Burlington & Quincy Railroad 


bo 


ce 


Co. ; 
G. B. Winston and J. G. Morrison for Chicago Great 
Western Railroad Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

A. P. Humburg for Illinois Central Railroad Co. 

W. H. Bremner for Minneapolis & St. Louis Railroad 


Co. 

Kenneth Taylor and A. H. Lossow for Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co. 

T. J. Norton for Atchison, Topeka & Santa Fe Rail. 
way Co. 

John F. Finerty, Jr., for Great Northern Railway Co. 
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Wallace T. Hughes for Chicago, Rock Island & Pacific 
Railway Co. 

N. S. Brown and T. R. Farrell for Wabash Railroad Co. 

/ Report of the Commission. 
HARLAN, Chairman: 

The rates involved in this proceding are named in 
certain tariffs published by carriers operating in the ter- 
ritory west of Chicago and west of the Mississippi River. 
By those tariffs which have been suspended pending this 
investigation, the carriers have proposed to increase their 
rates on cement, in carloads, from Chicago group points, 
Mason City and Des Moines, Ia., St. Louis, Mo., and from 
Iola and related points in Kansas to St. Paul and Min- 
neapolis and other points in the states of Minnesota, Wis- 
consin, Iowa and South Dakota, and also from Mankato, 
Minn., to Chicago. These places of origin include all the 
principal cement-producing points in Western Trunk Line 
territory. . 

The suspended tariffs propose a substantially uniform 
increase of 2 cents per 100 pounds, though there are a 
few reductions and some instances where the increase is 
fess than 2 cents. 

Protests were filed by. manufacturers at Oglesby, 
Dixon and La Salle, IIL, Mason City, Ia., and Kansas pro- 
ducing points in the Iola district. Commercial associations 
of La Salle and St. Paul and distributors located at St. 
Paul and Minneapolis also protested. 

That the existing cement rates in this territory are 
not adjusted upon any uniform basis is conceded by all 
parties to this proceeding. It is sufficient for the purpose 
of this report to say that the rates from the Chicago 
group to St. Paul were made to meet competition from 
the lake ports in Wisconsin and Minnesota to St. Paul, 
and that as cement plants were established at other places, 
such as Mason City and Des Moines, rates were made 
showing the influence of the Chicago-St. Paul rate, but 
without any definite relation thereto. An arbitration 
award made in 1900, fixing the rates on hydraulic or 
natural cement from Milwaukee, Wis., and Utica, III, 
probably had some effect in fixing these rates, but it is 
manifest that the desire of the Portland cement manufac- 
turers in the Chicago group to enter the St. Paul market 
in competition with cement moving by lake-and-rail ex- 
erted a controlling influence. It is claimed that the gen- 
eral system of cement rates is illogical, haphazard and 
unduly discriminatory, and much of the testimony in 
opposition to the proposed increase was directed to the 
general relationship of these rates, but the question of 
undue discrimination in this broad view is not before 
us in this proceeding. The determination of that question 
can with propriety be made only on a record where, by 
complaint, the issue: is raised and where all interested 
carriers are parties. On such a hearing all interested lo- 
calities could intervene and present their situations. 
While we hold that we should not on this record deter- 
mine this broad question here sought to be raised, this 
hearing does concern the propriety of the proposed in- 
creased rates and the burden is on the respondents to 
show that such rates are just and reasonable. 

The present rates to St. Paul were established as 
follows: From the Chicago group in 1904, from Mason 
City in 1908, and from Des Moines in 1910. The rate 
from the Chicago group was 10 cents per 100 pounds in 
1903 and most of 1902, though for a few months in 1902 
this rate was 8 cents and for a short time in 1901 it 
was 12% cents. 

Except from Austin and Mankato, Minn., from which 
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no increase is proposed, the respondents seek to increase 
the rates to St. Paul 2 cents per 100 pounds, the present 
rates thereto being, from the Chicago group, 8 cents per 
100 pounds, from St. Louis, Mo., 8.5 cents, from Mason 
City, Ia., 5 cents, from Des Moines, Ia., 7 cents, and from 
Iola, Kan., 15 cents. While the increase proposed in 
each of the cases named is 2 cents per 100 pounds, the 
percentage of increase is not uniform, the increase from 
the Chicago group being 25 per cent, and from Mason 
City 40 per cent, while from some points the increase 
is as small as 14 per cent. All the respondents present 
as a justification of the increases the claim that present 
rates are too low, and they seek to support this claim 
by comparisons with cement rates in other territory, and 
with rates in this territory on other low-grade commod- 
ities. 

The carload minimum weight .on cement was in- 
creased about Jan. 1, 1914, from 40,000 pounds to 50,000 
pounds, the present minimum. No special equipment or 
expedited service is required for the transportation of 
cement. The value of a car weighing 68,000 pounds, 
which appears from the record to be the average loading, 
is $175. One shipper testified that on a large number 
of shipments on which the average freight paid was $48 
per car the claims for loss and damaged averaged 7 cents 
per car. 


Upon an application made by the Chicago Great West- 
ern Railroad Co. for relief from the long-and-short-haul 
clause of the fourth section the Commission denied to 
that carrier the right to charge lower rates to St. Paul 
from Chicago and other Illinois producing points than 
from intermediate points, except where its line would be 
as much as 15 per cent longer than the short line, and 
the respondents claim that if in acting upon similar ap- 
plications of other lines the Commission should apply 
the same principle, the result would be to require the 
observance of the long-and-short-haul clause to points 
intermediate to St. Paul. This effect of the fourth sec- 
tion the respondents urge as a justification of the proposed 
increases. The mere fact, however, that the carriers may 
have to reduce the intermediate rates if they do not in- 
crease the terminal rates cannot justify such an increase. 

What has been said applies to all the proposed in- 
creases. We shall now discuss separately as to each ship- 
ping territory the facts and issues peculiar to the rates 
from that territory. 


The Chicago Group. 


This group extends over a large territory and in- 
cludes many points. The important shipping points are 
South Chicago, La Salle, Utica, Dixon and Oglesby, IIL; 
Buffington, Ind., and Hannibal, Mo. The average short- 
line distance from these points to St. Paul, applying the 
mileage of the usual routes, is about 422 miles, and this 
average seems to fairly represent the average of the 
entire group. The proposed rate of 10 cents per 100 
pounds for that distance would yield a revenue of 4.7 
mills per ton-mile. The suspended tariff makes no change 
in the grouping, and without considering what we might 
do on a record attacking this grouping, which is main- 
tained on commodities other than cement, we shall, in 
this proceeding, Consider the rate from the group as a 
whole. Upon consideration of all the facts of record we 
are of the opinion that the proposed rate from the Chicago 
group to St. Paul is just and reasonable. 

Special protests were presented on behalf of shippers 
located at La Salle and Dixon. What has been said of 
the Chicago group generally applies to rates from these 
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points with the possible exception of the rates from La 
Salle to Milwaukee and to interior Wisconsin towns. 
These interior Wisconsin rates are not the same from 
La Salle as from Chicago. The respondents do not pro- 
pose to increase the rates from La Salle t6 all the cities 
in interior Wisconsin. Where increases are proposed they 
range from one-half cent to 2 cents per 100 pounds, the 
present rates ranging from 5 to 10 cents. Using distances 
comparable to the average distance from the Chicago 
group to St. Paul, it appears that for distances of 363, 
421 and 430 miles the earnings per ton-mile are, in mills, 
6.6, 5.7 and 5.5, respectively. These rates, compared with 
the rate to St. Paul, in view of the greater density of 
traffic to St. Paul, are just and reasonable. 

The present rate to Milwaukee from La Salle and 
Buffington is 5 cents, and the proposed increase from La 
Salle is protested because that increase is 2 cents per 
100 pounds, while the increase from Buffington is only 1 
cent. Applying the distance test, a higher rate from La 
Salle than from Buffington is warranted, La Salle being 
74 miles farther from Milwaukee than is Buffington. The 
proposed rate of 7 cents per 100 pounds from La Salle 
for a distance of 180 miles would yield a revenue of 7.7 
mills per ton-mile, as compared with .a revenue of 11.3 
mills per ton-mile, which the proposed rate from Buffing- 
ton for a distance of 106 miles would yield. Upon all 
the facts of record, we think the proposed rate from 
La Salle to Milwaukee is not unreasonable. The dis- 
tances from La Salle, Utica and Oglesby are given in the 
record as the same, and what is said of La Salle applies 
equally to Oglesby and Utica, 

Hannibal is distant from St. Paul 507 miles, and the 
proposed rate of 10 cents yields a ton-mile revenue of a 
little less than 4 mills; but the protestants on behalf of 
the Hannibal plant claim that Hannibal takes a larger 
differential over Chicago to Michigan and Wisconsin points 
than Chicago takes over Hannibal to Kansas City. This 
contention, however, we cannot consider in this proceed- 
ing, as the relation complained of would not be changed 
by the proposed rates, Grain Rates in Central Freight 
Association Territory, 28 I. C. C., 549, 557 (The Traffic 
World, Dee. 27, 1913, p. 1192), and this is recognized in 
the brief of counsel for that plant. 

Buffington, Ind., in the Chicago switching district, 
takes the Chicago rate; and the intervener, whose plant 
is located at that place, admits that its “protest in this 
case is not against the advance, but against the relation 
of rates which has been maintained in the past and which 
is continued in the present rates.” 


° St. Louis, Mo. 


From St. Louis the present rate to St. Paul is 8.5 
cents and the proposed rate 10.5 cents. The present rate 
is approximately 105 per cent of the present rate from 
the Chicago group, while the proposed rate is exactly 
105 per cent of the proposed rate from the Chicago group, 
and that is the usual relation which rates from St. Louis 


‘to St. Paul bear to rates from the Chicage group to St. 


Paul. 

No evidence was offered on behalf of St. Louis. We 
think the respondents have justified the proposed increase 
in this rate. 

Mason City, la 

The distance from Mason City to St. Paul is 139 miles, 
and the proposed rate is 7 cents per 100 pounds, an ad- 
vance of 2 cents over the present rate. 

The present fate is approximately 60 per cent of. the 
present rate from the Chicago group, and we are of the 
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opinion that that relationship should not be disturbed. We 
find, therefore, that a reasonable rate for the future should 
not exceed 6 cents per 100 pounds, or 60 per cent of the 
proposed rate, which we have approved from the Chicago 
group. 

Des Moines, la. 

The distance from Des Moines to St. Paul is 257 miles. 
The present rate is 7 cents per 100 pounds and the pro- 
posed rate 9 cents. Distance alone considered, the pro- 
posed rate as compared with rates in other territories 
which we have approved in other cases might be justified, 
but we think this rate should bear a reasonable relation 
to other rates which the respondents propose to establish 
in the same general territory and which we have found 
to be reasonable. Upon the entire record we conclude 
that the respondents have failed to justify the proposed 
rate of 9 cents, but that they have justified an increase 
in the rate to 8 cents per 100 pounds. 

lola, Kan. 


The proposed rate from Iola, Kan., to St. Paul, Minn., 
a distance of 604 miles, is 17 cents per 100 pounds, an 
increase of 2 cents over the present rate. This proposed 
rate would yield a revenue per ton-mile of 5.6 mills. The 
average distance from all the mills in the Iola territory, 
extending from Mildred, Kan., on the north, to Dewey, 
Okla., on the south, is 623 miles, and for that distance 
the proposed rate would yield per ton-mile revenue of 
5.5 mills. 

This proposed rate is higher, considering the distance, 
than other rates here involved. No specific justification 
of this increase was made by any respondent and no 
testimony whatever was offered by the carriers who origi- 
nate the traffic involved. True, the respondents who did 
appear at the hearing and who have filed briefs urge 
that the general evidence shows a justification of these 
rates, but the general evidence shows that these rates 
are relatively higher than other rates sought to be justi- 
fied by the same evidence. Such evidence, therefore, 
falls short of justifying the particular rates from this 
Kansas territory. It is further urged by the respondents 
that the Iola shippers would not be prejudiced by the 
proposed increase, as the present rate of 15 cents is so 
high that no cement can be shipped thereunder. That 
fact, if true, might be considered on a complaint filed 
by the Iola shippers, but it does not show that a rate 
of 17 cents is just and reasonable. The evidence shows 
that when a manufacturer has an oversupply of cement 
he will sell it at less than the normal price. This is 
called in the evidence “dumping.” An Iola manufacturer 
might be willing to reduce his price so as to use St. Paul 
as a dumping ground. However that may be, the re- 
spondents have the burden to show that the increased 
rate is just and reasonable, and that burden they have 
not met. : 

Mankato, Minn. 

A protest was filed, but no testimony was offered 
against the increase from Mankato, Minn., to Chicago. 
The distance from Mankato to Chicago is 422 miles, the 
present rate is 10 cents per 100 pounds, and the proposed 
rate is 12 cents. We are not furnished of record with 
any evidence as to the extent of the traffic moving under 
this rate. The evidence to which we have referred as 
justifying the other proposed increases is sufficient to 
justify this increase in the absence of any evidence from 
protestants. 

From all the facts and circumstances of record, we 
find and conclude that the respondents have justified the 
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proposed increased rates carried in the tariffs under sus- 
pension in this case, except as follows: 

1, The rates from Iola,.Kan., and other points car- 
ried in tariffs filed to become effective April 1, 1914, of 
the Atchison, Topeka & Santa Fe. Railway Co., supple- 
ment No. 16 to its tariff I. C. C. No. 2000 and its supple- 
ment No. 16 to I. C. C. No. 5672, and Missouri, Kansas 
& Texas Railway Co., supplement No. 13 to I. C. C. No. 
A-3362. 

2. The rate from Mason City, Ia., to St. Paul, Minn. 
This rate should not exceed 6 cents per 100 pounds. 

8. The rate from Des Moines, Ia., to St. Paul, Minn. 
This rate should not exceed 8 cents per 100 pounds. 

The rates from Des Moines and Mason City to points 
which now take the same rates as St. Paul, or which 
now bear a fixed relation to the St. Paul rate, should be 
adjusted to the rates of 8 and 6 cents, respectively, and 
the rates from points intermediate between Iola and re- 
lated points in Kansas and St. Paul should not exceed 
the rates from such Kansas points. 

The respondents will be required to cancel the sus- 


‘pended tariffs or to amend them to conform to our find- 


ings herein, on or before Jan. 30, 1915, which may be 
done on five days’ notice to the public and to this Com- 
mission as provided by section 6 of the Act to regulate 
commerce. If within the time prescribed the tariffs are 
amended to conform to our findings, such of the suspen- 
sions as have not then expired will be vacated by an 
appropriate order. 

The findings and conclusions herein must not be re- 
garded as affecting our future action on the pending fourth 
section applications involving rates herein discussed; and 
such findings are without prejudice to the right of ship- 
pers to attack as unduly discriminatory any particular 
rate or rates found herein to be reasonable. 





ORDER. 

It is ordered, That the carriers respondent herein and 
designated in said tariffs be, and they are hereby, notified 
and required to either cancel, on or before Jan. 30, 1915, 
the rates and charges stated in the schedules specified in 
said orders of suspension, or to amend said schedules 
to conform to the findings of the Commission in its said 
report made a part hereof, either of which may be done 
on five days’ notice to the public and to this Commission 
as provided by section 6 of the Act to regulate commerce. 

It is further ordered, That a copy hereof be forthwith 
served upon the carriers respondent herein, parties to 
said schedules, and that a copy hereof be filed with said 
schedules in the office of the Commission. 


BALTIMORE SWITCHING CHARGES 


I. & S. NO. 430 (32 I. C. C. 376-379) 
Submitted Oct. 14, 1914. Decided Dec. 14, 1914. 3 

Proposed increased rates for switching interstate traffic between 

points on lines of Baltimore & Ohio Railroad in Baltimore, 

Md., and between those points and adjacent territory, found 

to be justified. Order of suspension vacated. 

William Ainsworth Parker for Baltimore & Ohio Rail- 
road Co. and Baltimore Belt Railroad. 

Henry Wolfe Biklé for Pennsylvania Railroad Co., Phil- 
adelphia, Baltimore & Washington Railroad Co., and Union 
Railroad Co. of Baltimore. 

John B. Daish and A. E. Beck for protestants and in- 
terveners. 





Report of the Commission. * 
McCHORD, Commissioner: 
Baltimore & Ohio tariff I. C. C. No. 12659, under in- 
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vestigation in this proceeding, was filed to become effective 
May 1, 1914, but upon protests filed by the Merchants & 
Manufacturers’ Association of Baltimore and the Baltimore 
Chamber of Commerce, was suspended by order of the 
Commission until Feb. 13, 1915. This tariff names rates 
for switching between points on lines of the Baltimore & 
Ohio in Baltimore, Md., and between such points and ad- 
jacent territody, and while the rates apply only between 
points in Maryland they are not restricted in their ap- 
plication to intrastate traffic. The proposed rates would, 
in some cases, result in increases of existing rates ap- 
plicable to interstate traffic. At the hearing intervening 
petitions were filed by the public service commission of 
Maryland and the mayor and city council of Baltimore, 
Md., in support of the protests to which we have referred. 


Tariffs of the Pennsylvania Railroad Co. and affiliated 
lines similar to the Baltimore & Ohio tariff were also sus- 
pended, but after the order of suspension and before the 
hearing they were canceled. Those tariffs, therefore, will 
not be further considered here, and the Baltimore & Ohio 
Railroad and the Baltimore Belt Railroad alone will be 
referred to as respondents. 


In May, 1912, the public service commission of Mary- 
land entered an order by which the switching limits of the 
city of Baltimore were extended and maximum rates pre- 
scribed upon a per car basis for interchange, yard, in- 
dustrial and general switching on the lines of carriers in 
that city. By its order the state commission fixed a max- 
imum rate of $1 per car for “yard” switching and a maxi- 
mum rate of $5 per car for “industrial” switching. Yard 
switching was defined to be “the movement of a loaded car 
from any spur, siding, or track in a yard of any Garrier 
to another spur, siding or track in the same yard”; and 
industrial switching was defined to be “the movement of 
a loaded car from any spur, track, junction, yard, or 
terminal of a carrier to any spur, track, junction, yard, 
or terminal of the same carrier.” That order was sus- 
tained by the court of appeals of Maryland as to the lim- 
its of the switching district and the rates to be applied to 
yard and industrial switching upon a single line. Public 
Service Commission vs. N. C. Ry. Co.j 122 Md., 355. After 
that decision the Baltimore & Ohio filed with the state 
commission and with this Commission the tariff which 
is here under investigation. The rates named in this 
tariff are the per car switching rates prescribed by the 
state commission for switching movements within the 
extended switching limits of the city, and also certain 
class and commodity rates applicable to movements be- 
tween points within the switching limits and points out- 
side those limits in the immediate vicinity of Baltimore, 
the most distant point being about 8 miles from the 
switching limits. Under the switching limits as 
defined in this tariff the maximum haul would be 
about 20 miles, while under the present tariff the 
maximum haul is fifteen miles. A_ traffic official 
of the respondents testified that the suspended tariff was 
filed with this Commission for the reason that respondents 
desired that the switching charges applicable to inter- 
state traffic reconsigned at Baltimore should be uniform 
with those applicable to intrastate traffic, as they had 
always been prior to the order of the state commission. 


The tariff which that under investigation is intended 


to supersede contains a large number of diversified rates, | 


varying with the commodity, the distance, the character 
of the movement, and in many cases with the weight of 
the car. A majority of the rates in that tariff are class 
rates, named in cents per 100 pounds, but there are a 
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number of commodity rates, some of which are rates per 
ton and others rates per car. Of the commodity rates 
there are 236 items, some of which include two or more 
rates which might possibly be applied to interstate traffic, 
and approximately 65 per cent of such rates would be in- 
creased by the proposed tariff, while approximately 15 
per ceht would be reduced and about 20 per cent would 
remain unchanged. Some of the charges per car would 
be reduced from $6 to $5 and others from $1.50 to $1, 
while some of the charges per car which are now less 
than $5 would be increased to that amount. Of those 
charges which would be thus increased the greater num- 
ber are now $3 per car, but some are higher and a few 
are lower than $3. For all movements from one point to 
another within the switching limits charges of $5 and 
$1 per car have been substituted for rates named in 
cents per 100 pounds and rates per ton. It appears that 
the charge of $1 prescribed for yard switching is less than 
the rate that formerly existed in every instance. The evi- 
dence shows that the class rates to and from 
points outside the switching limits have not been in- 
creased. Many such class rates would be eliminated by 
the proposed tariff, and for every class rate eliminated a 
charge of $5 per car would be substituted. This substi- 
tution would result in every case in a reduction of the 
rate. 

It is difficult, if not impossible, to determine in what 
cases rates named in the tariff might be used in combina- 
tion to make interstate rates. This difficulty is due to the 
fact that the respondents have provided. through rates 
in other tariffs which are lower in many cases than any 
combination of rates of which the suspended rates could 
be made a part. It is so uncertain as to what interstate 
traffic moved wholly by rail would be affected by the 
proposed rates in combination with other rates that we 
could not with propriety in this proceeding refuse to per- 
mit these rates to take effect merely because some of them 
might be used in combination with other rates to make 
through rates that would be unreasonable. It seems clear, 
however, that in the following cases the proposed rates 
would be applicable to shipments within the act to regulate 
commerce: 

1. Reconsignments. 

2. Export and import traffic. 

3. Traffic moved to or from water terminals at Baltimore, 
where such movement is part of a through movement, by water 
and rail to or from other states than Maryland. 

It appears from the evidence that out of 59 possible 
movements within the city of Baltimore, from point to 
point on lines of the respondents, for the purpose of 
reconsignment, there would be 19 as to which rates would 
be increased in amounts ranging from $1 to $2 per car 
and 29 as to which rates would be reduced in amounts 
ranging from 50 cents to $1 per car, while there would be 
11 as to which there would be no change in rates. It 
appears from a comparison of the tariff now in effect with 
the proposed tariff that with respect to export and im- 
port traffic there would be increases in 10 and reductions 
in 12, while 4 would remain unchanged; and that with 
respect to rates available in connection with water trans- 
portation there would be 10 increases and 65 reductions, 
while 10 would remain unchanged. 

No elaborate study of the actual application of the 
proposed rates in practice has been made. The evidence 
shows that during the month of April, 1914, the aggre- 
gate reconsignments on the lines of the respondents in the 
city of Baltimore were 39 and the charges therefor ag- 
gregated $110. Under the proposed rates the aggregate 
charges on the same reconsignments would have been $107. 
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The protestants offered no evidence at the hearing, 
except such as was brought out by the cross-examination 
of the witnesses introduced by respondents, and now con- 
tend that the respondents have not sustained the burden 
of proof imposed by the statute with respect to the in- 
creased rates. 

As to the commodity rates to and from points outside 
the switching limits, the respondents contend that the 
proposed tariffs would, on the whole, bring about a re- 
duction in charges, and a comparison of the present rates 
with the proposed rates seems to sustain this contention. 
A readjustment of rates not only within the switching 
limits but to and from points outside these limits was 
warranted by the order of the state commission, and it 
would have been difficult to make that readjustment with- 
out increasing some rates. 

The respondents further contend that the rates fixed 
by the state commission are prima facie reasonable, and 
that the increased hauls, by reason of the extension of 
the switching limits, justify the increased rates proposed 
within these limits. While we are not bound to accept state- 
made rates applicable to intrastate traffic as a fair 
measure of interstate rates, yet the fact that the rates 
for switching in Baltimore were fixed by the state com- 
mission after full hearing, and sustained by the state 
courts, is entitled to weight in determining the reasonable- 
ness of the same rates as applied to interstate traffic. It 
is true that the rates prescribed by the state commission 
were prescribed as maximum rates, but that commission 
found those rates to be reasonable without a proviso that 
existing rates should not be increased. 

Upon the entire record we think that the respondents 
have justified the proposed rates, and that the order of 
suspension should be vacated. If it should hereafter ap- 
pear in practice that some of the proposed rates are too 
high as applied to interstate traffic, our order in this pro- 
ceeding would not preclude us from requiring the rates 
to be reduced upon formal complaint.~ An order vacating 
the suspension will be entered. 





ORDER. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and they are hereby, vacated and set 
aside as of Dec. 31, 1914. 

It is further ordered, That a copy hereof be forth- 
with served upon the respondent herein, and that a copy 
hereof be filed with said schedules in the office of the 


Commission. 


NEW DECISIONS 


THR TRAFFIO SERVIOH NEWS BUREAU, 

} Colorado Building, Washington, D. C. 

The western carriers will not be allowed to increase thé 

peddler car minimum as proposed by tariffs suspended in 

I. and S. No. 419. In an opinion by Commissioner Clem- 

ents, the Commission holds that the railroads have not 

justified the position they took that the peddler car is a 

special service which does not pay its proper share of 
transportation expenses. 

Instead of paying less than _a proper share, the opin- 
ion holds that inasmuch as the peddler car pays more per 
car-mile than the average of L. C. L. freight, the basic 
proposition is not sustained. On the contrary, if there is 
any failure to pay proper share, the failure is on other 
L: C. L. freight. 

The change of the rule so as to admit “other freight” 
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commonly called contraband, the report points out, is of no 
benefit to the packers. They have not at their command 
enough “other freight” to enable them to increase their 
loading so as to take up an appreciable part of the in- 
crease of the minimum from.10,000 to 12,000. As to the 
maintenance of the double minimum, the Commission re- 
marks that that has been a practice of twenty years and 
there is not sufficient testimony on the subject to enable 
it to pass on the question as to whether it is or is not 
reasonable, 

The report quotes, with evidences of approval, ex- 
hibits placed in the record by the packers showing results 
of actual movements, while the exhibits of the respondents 
failed to show essential facts such as average loading and 
average haul. The evidence shows, says the report, that 
the effect of the increased minimum would be to increase 
the cost of meats and provisions to consumers. 


Stoppage in Transit 

Stoppage of livestock in transit to complete loading 
or partly to unload cars, on a stoppage charge, will be 
discontinued by western roads after Jan. 5. On that day 
I. and S. Nos. 410 and 498 will be vacated and set aside, 
the Commission having come to the conclusion that the 
disarrangement of live stock train schedules by this stop- 
page causes loss to the carriers which the charge for the 
stoppage in transit does not begin to cover. Hereafter 
the shippers who desire to stop livestock for the pur- 
poses mentioned will have to pay a combination of locals 
from the point of origin to the point of stoppage and from 
the latter point to Chicago. 

In an opinion written by Commissioner Meyer, the 
formal complaints of Hoyt & Bergen and Martin & Son 


et al, against the C. & N. W., the Commission’s own pro- 
ceeding Docket No. 6394, in addition to the I. and S. num- 


bers mentioned, are disposed of. 

P The cancellation of the stoppage in transit privileges 
is approved. It is further held that the carriers’ rule as to 
the rates to be applied on mixtures is not unreasonable by 
the meager testimony submitted on that point. 


SAFETY DIVISION REPORT. 

H. W. Belnap, chief of the safety division of the 
Interstate Commerce Commission, has submitted his re- 
port for the fiscal year ending last June. It shows that 
there was a substantial increase in the number of cars 
inspected, as well as an appreciable reduction in the 
number of defects. During the year 790,822 freight cars,— 
26,746 passenger cars and 32,761 locomotives were in- 
spected. Of these, 45,862 freight cars were defective, 
or 5.79 per cent; 208 passenger cars were defective and 
1,634, or 5.79 per cent, of locomotive were defective. 
These percentages, Mr. Belnap points out, are excep- 
tionally low. Nine-tenths of the report, except that with 
regard to train patrol and other safety appliances, is 
devoted to statistical tables showing the condition of 
equipment on the different roads. 


SUSPENSIONS VACATED. 

The Southern Pacific having established a rule re- 
specting minimum weights of vegetables, the Commis- 
sion has vacated its I. & S. No. 473, in which it ordered 
suspended S. P. (Pacific System and Oregon Lines) first 
revised page 24, I. C. C. No. 3657. 

The Commission has vacated its I & S. No. 529, 
switching charges at Canton, O., in which it ordered 
suspended supplements Nos. 14 and 15 to Wheeling & 
Lake Erie-Lorain & West Virginia I. C. C. No. 986. The 
carriers’ old switching charges have been restored. 
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TAP AND INDUSTRIAL LINES 


Present Status of the Cases and Their History 
—Attitude of Commission 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
It is more than probable that at some point in the 


consideration of the questions raised by the suspension 
of the tariffs whereby the carriers undertook to cancel 
lighterage and other allowances, the essentials of the tap- 
line contention will be gone over again. The tap-line and 
its twin brother, the industrial railroad, like the poor, 
promise to be always present. 

The fundamental fact with regard to lighterage, tap- 
line or industrial railroad is that some trunk line is at a 
geographical disadvantage. The Pittsburgh & Lake Erie 
appears to be the trunk line that undertook to overcome 
the disadvantage of its location by agreeing to pay so 
much a ton for the products of the Jones & Laughlin steel 
mills brought to its rails. Jones & Laughlin built the 
Monongahela Connecting road, which at first. consisted 
mainly of a bridge across the Monongahela. 

If the trunk line had built that bridge and connecting 
tracks there is no doubt but that the cost of maintaining 
it and of conducting the service would have been wholly 
within any and all laws for the regulation of common 
carriers. The doubt arose because the dollars of the 
shipper were used in furnishing part of the transportation 
service. The P. & L. EB, chose to enter that part of the 
Pittsburgh tonnage field. It might have done so either 
directly or by any agency it selected, either a corporation 
organized by its officers, acting as individual or as agents 
of the corporation, or it could take the tonnage offered by 
another public carrier on such terms as could be made, 
the assumption being that the officers of the P. & L. E. 
would protect the interests of that corporation and its 
stockholders. 

The carriers whose rails do not reach Mdnhattan and 
Long Island chose to compete for the tonnage of the 
metropolitan district. They built lighters and hired freight 
houses on the islands. Desiring success, they hired ware- 
houses owned by the Havemeyer family and the men com- 
posing Arbuckle Bros., because they controlled large ton- 
nage. The Commission decided that transportation did not 
begin until the sugar which the warehouse companies car- 
ried, among other things, reached the Jersey shore. 

The Supreme Court held to the contrary, saying that 
so long as the charges were not attacked as unreasonable, 
er otherwise unlawful, the carriers had a right to hire 
whomsoever they pleased to perform transportation serv- 
ices beyond their own rails. 

The same situation arose when financially able men 
went into the forests, miles away from established rail- 
roads. The railroads hired the railroads organized by 
the lumbermen to bring the tonnage to their rails. 

It took the Commission years spent on the tapline 
question to say that the trunk lines should have built the 
branches into the forest, but they did not do so. Many of 
them could not get the money to make the extensions. In 
other cases, doubtless, the owners of the timber, seeing 
an opportunity to go into the railroad business, with profit 
to themselves, refused to allow extensions of trunk lines. 


True, the trunk line could have used the power of eminent 


domain to get to the mill of the objecting lumber interest, 
but that ~vould have been merely the leading of a horse 
to water. 
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There is no law requiring a shipper to send his com- 
modities over a particular line. The government, to pre- 
serve its control over the postal business, forbids anybody 
to carry letters. It also forbids a man who has a “grouch” 
against a certain postmaster to carry his mail past the 
office where the obnoxious one works, because a post- 
master’s compensation is based on the number of stamps 
cancelled, so there is a reason for regulations that would 
not be tolerated when the question was as to which 
way a shipper would route his freight. 

The trunk lines simply had to pay divisions to the 
railroads organized by the men who also had dollars 
enough to go into the lumbering business. The trunk 
line that refused divisions got no tonnage. 


Divisions Based on Mileage. 


Recently the Commission prescribed divisions for’ 
tap-lines based on mileage. As it has no power to force 
the routing of any commodity, the orders of the Commis- 
sion in those cases amount simply to a direction that the 
trunk line nearest the mill should have no tonnage that its 
farther-away competitor could carry. The tap-line, being 
owned by human beings intent upon getting the highest 
price possible for its services, carries lumber going to 
competitive points to the rails of the trunk line farthest 
from the point of origin. In that way the Commission 
ordains the economically wasteful operation. If the di- 


vision were not based on mileage, the nearest trunk line 
would stand a chance of getting a considerable share of 
the tonnage, because the short haul would inure to the 
Now it is the long haul that gives 


benefit of the tap-line. 
it the most money. . 

What is said with regard to the tap-line will be true 
with regard to the industrial roads if the Commission 
persists in making divisions based on mileage. 

The position of the Commission now with regard to 
all these short railroads is that they and the trunk lines 
must reach their own conclusion, first, as to whether the 
short railroad is a common carrier, and, second, as to 
whether the division allowed is so great as to amount to 
a rebate to the shippers who also own the short line 
railroad. 

The tap-line cases arose as an incident to the com- 
plaints of the Yellow Pine Association’s complaints against 
the Vicksburg, Shreveport & Pacific and the Illinois 
Central about ten years ago. 

In the Star Grain & Lumber complaint against the 
Atchison the Commission said that the question was 
really as to allowances made by the Cotton Belt to the 
tap-lines, It paid as high as 40 per cent of the rate to 
Fort Worth to the tap-lines. 

“By excluding the tap-lines from participation in the 
rate the revenues of the Cotton Belt, under this decision, 
will be largely increased,” said Commissioner Harlan in 
his opinion in that case. .“The division here fixed (as 
between the Atchison and the Cotton Belt) is not to be 
understood as including any allowance to the so-called 
tap-lines. They are not parties to this proceeding. Most 
are owned by the mills.” 

In that decision it was announced to be the purpose 
of the Commission to institute an investigation into the 
tap-line question. It did so, and that investigation became 
the celebrated I. and 8. No, 11, which is generally meant 
when one speaks of the tap-line case. 

The Commission first decided that allowances were 
illegal. It next held that allowances might be made on 
lumber other than proprietary. It was on that record 
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that the case got into the courts, so that the Supreme 
Court finally decided that the tap-lines are railroads, but 
that it is the duty of the Commission to see to it that 
they are not used as devices for the payment of rebates. 


The industrial railroad case arose, after the decision 
in the tap-line cases in 1908 and 1909, through the sub- 
mission to the Commission by attorneys for the United 
States Steel Corporation and the eastern trunk lines the 
question as to whether certain designated roads, owned 
by the corporation or its subsidiaries, are or are not rail- 
roads. As a large number of the roads which theretofore 
had been receiving allowances for taking freight to and 
from the trunk lines, the lawyers found it easy to agree 
that they are really nothing more than plant facilities, 
and therefore entitled to no allowances of any kind. 
Broadly speaking, the Commission held with the trunk 
lines that roads such as the Union and Newburg & 
South Shore are not common carriers. 


Allowances Cancelled. 


In its opinion on the subject the Commission sent 
shivers down the backs of trunk line managers, to such 
an extent that last April the allowances were cancelled 
out, not only as to the steel corporation roads, but as to 
practically every other road in which an industrial con- 
cern or its stockholders have an interest. One road, the 
Akron, Canton & Youngstown, was cut out because it 
hauls chiefly clay products, the assumption seeming to 
be that because the clay, products factories on its rails 
were substantially the only shippers, it must be a “plant 
facility.” Those who did the cancelling apparently did 
not even stop to inquire as to whether the dollars that 
built it were tainted by having been furnished by the 
men who also furnished the money for the clay products 
factories. It may have been argued that nobody other 
than the men who invested their money in such factories 
would have the nerve to think that a railroad to carry 
those products would be a profitable venture. Because 
it was able to show that none of the dollars used in con- 
structing that road were tainted in the way indicated it 
was restored to its rights as a common carrier. 

The Commission is allowing the trunk lines to fight 

out the question of divisions with their tap and industrial 
lines, insisting only on seeing the divisions agreed upon, 
so that if they seem to be so high as to amount to rebates 
to the proprietary interest, it may take steps to prevent 
the grant of such illegal concessions. Little is known in 
Washington as to the negotiations. The trunk lines are 
naturally standing together to keep the allowances small. 
They need to keep as large a portion of every dollar that 
comes in as possible. They have the Commission on their 
side. The courts cannot compel the making of through 
routes and joint rates. In the event the tap or industrial 
road is unable to get the division it believes itself entitled 
to it can only appeal to the Commission, which, until the 
Supreme Court held otherwise, was of the opinion that 
any allowances were illegal. 
Until some trunk line breaks away from the tacit 
agreement not to compete for the tonnage of these short 
lines by offering divisions their owners think they should 
have, the court victory of the tap-lines will probably be 
not much more remunerative than a paper rate is to a 
railroad which has never had its standing as a common 
carrier called into question. 

When some trunk line breaks away from its colleagues 
and pays a division which the Commission thinks is a 
rebate, there is some chance of further court proceedings. 
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Or if the personnel of the Commission should change so 
as to cause it to recede from the position its members 
now hold, then the short roads, tainted by the fact that 
the dollars to construct them came from the pockets of 
men who also furnished dollars to make the factories 
that furnish the tonnage, may be able to realize on the 
victory they think they won in the courts. It is hardly 
necessary to say that the Commission believes that while 
in form it may have sustained a defeat, in fact its opinion 
that such allowances as heretofore made to the tap-lines 
are rebates is still in effect, without the possibility of the 
Supreme Court’s decision being construed so as to change 
existing conditions. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVIOE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


, The New York merchants and manufacturers have 
won the first round in the contest they are having with 
the carriers over the question of who shall pay for the 
so-called free services in getting tonnage to and from 
New York City. The tariffs, filed to become effective 
January 1, have been suspended to May 1, in I, & S. 
No. 572. This is in response to vigorous protests filed 
by J. C. Lincoln and other traffic men representing the 
Merchants’ Association, New York Produce Exchange, 
Wholesale Grocers’ Association and other organizations, 
the members of which will be affected by the higher 
charges which will prevail if the carriers are permitted 
to put the new tariffs into effect. The tariffs suspended 
are: 

Baltimore & Ohio.—I. C. C. No. 13235 and No. 13236. 

Central Railroad of New Jersey.—Supplement 2 to 
I. C. C. S. 6840 and 6969. 

Delaware, Lackawanna & Western.—Supplement 26 
to I. C. C. 7700. 

Erie (Lines: Buffalo, Salamanca, N. Y. and East).— 
Supplement 5 to E. R. R. I. C. C. 11644. 

Lehigh Valley.—I. C. C. C-303 and B-9875. 

New York Central.—Supplement 26 to I. C. C. S. 
B-17267 and Supplement 27 to I. C. C. B-17267. 

New York, Ontario & Western.—I. C. C. 6035, effect- 
ive Jan, 2, 1915. 

Pennsylvania (Philadelphia, Baltimore & Washing- 
ton and West Jersey & Seashore).—G. O. I. C. C. 5630; 
Go. 3. C. Cc. 6746: G. ©. L C.-C. 5749. 

West Shore Railroad (N Y. C. & H. R. R. R. Co, 
Lessee).—Supplements 26 and 27 to I. C. C. No. B-7112. 


December 26, I. and S. No. 573, the Commission sus- 
pended from December 27 until April 26 schedules in 
Supplements Nos. 35 and 36 to St. Louis & San Francisco 
I. C. C. No. 6122. The suspended schedules increase, rates 
on cement plaster from Okeene and other points in Okla- 
homa to Beatrice and other points in Nebraska on traffic 
destined beyond. The present rate between these points is 
9 cents and the proposed rate is 14 cents. 





FRUIT JOBBERS TO MEET. 


The eleventh annual meeting of the Western Fruit 
Jobbers’ Association of America will convene at Los 
Angeles, Cal., February 15, 16 and 17. The members are 
large shippers of perishable freight, and are endeavoring 
at all times to increase the efficiency of transportation 
and handling their products. The Alexandria Hotel will 
be the headquarters of the convention. 
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Who’s Who In Traffic 


By A. E. Heiss 


Comes a man who wants to buy that small section of 
God’s footstool which you call your own, with an offer that 
makes your fingers itch for the brick that would fit the 
thing he is pleased to call his head. You know he wants 
to buy and you want to sell, but at the start there is no 
indication of possibility of agreement. But the anthro- 
poid for whom you would gladly ap- 
propriate two bricks is the bespec- 
tacled vertebrate who comes to tell 
you what the aforementioned bit of 
real estate is really worth, not to him 
but to somebody who does not care 
to buy when you are in no mood 
for selling. He is even worse than 
the one who wants to buy. 

Which somewhat befuddled pre- 
face brings into the assembled com- 
pany Charles Appraiser Prouty, bap- 
tized Charles Azro Prouty, director 
of the valuation work the Interstate 
Commerce Commission is carrying 
forward with respect to railroads, 
for and in behalf of the people of 
the United States who do not want 
to buy at a time when those who 
own them are in no particular mood 
for selling, since they believe there 
is a better day coming when the re- 
formers will cease from troubling 
and the doctrinaires will be at rest. 

Measuring and appraising have 
been the work of Charles Appraiser 
Prouty from the rising of the sun 
to the going down thereof, nearly all 
the days of his life. For his father, 
John Azro Prouty, he measured lum- 
ber and appraised it as to whether 
it was first-class stuff or fit only 
to be cast among the culls and wind- 
shakes. For the late Prof. S. P. 
Langley, the formulator of the laws 
of aero dynamics, the maker of an 
aeroplane that made _ successful 
flights after the death of its builder, 
Prouty measured inter-stellar spaces 
and marked the course of each wan- 
dering meteor that crossed the 
spider-web line of the big telescope 
in Allegheny observatory. That was 
away back in 1875, when he was only 
twenty-two years old. 

Even if he had not done that sort 
of measuring and appraising, there is not a man ‘who 
knows the Vermont Irishman with the quizzical smile that 
would have the temerity to say he is not the ideal man 
to measure the railroads of the country and set a value on 
them. For fourteen years he sat on the high bench of the 
Commission which is a swivel chair, and it pleased your 
honors, listening to the earnest protestations of the rail- 
road men against any lowering of the rates they had made, 
and then for three years more listened to their tearful 
pleadings to have the Commission makes the rates higher 
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than they had found it possible to put them while they raised 
rates or lowered them, as the spirit moved them. Even 
before he became a commissioner he had a pretty fair 
idea as to what constitutes a railroad and the elements 
entering the thing called value. For among his clients 
were railroads and railroad officials, up to the time he 
i became a commissioner. He was 
also reporter for the Supreme Court 
of Vermont. 

Grover Cleveland, though he lived 
in the time when, among members 
of his own party it was little short 
of treason to be attorney for a rail- 
road, was man enough to know that 
a big corporation is the one that 
commands the brains of a given 
community to conserve its interests; 
also that when the government needs 
an able man to look after its inter- 
ests, it must select a man who has 
already been chosen by the big 
financial interests of the community. 
Prouty is one of the large number 
of able men brought into the public 
service by Grover Cleveland—men 
who, in these later days, have been 
denounced as the friends of “the in- 
terests” because they never had at- 
tacks of pen and mouth disease or 
ran amuck denouncing every man 
who had acquired as much as $10 as 
guilty of petit larceny and insisting 
that he who has $20 is ipso facto 
guilty of grand larceny. 

But what a merry time there will 
be, brethren, when Charles Ap- 
praiser Prouty announces that the 
the A. Q. & B. road, with $51,000,000 
of stocks and bonds outstanding, was 
created by the expenditure of only 
19,000,000 real dollars and is there- 
fore worth, as a going concern, not 
more than $30,000,000. 

No one is going to be satisfied with 
what Prouty and his staff report. 
The owners of the property will be 
reaching for the brick that fits his 
temporal bones. Similarly the lim- 
ber-jawed folk will be reaching for 
their verbal pick handles because 
Prouty has the hardihood to say that 
a going concern is worth more than 
the number of dollars actually spent on it. 

Then there will be a shindy worth while, but by that 
time Charles Azro will have learned to say, “I should 
worry.” Some of the radicals in the National Associa- 
tion of Railway Commissioners, the ones who have delved 
into Socialism, have coined new terminology for ancient 
facts and refer to the appreciation of real estate, brought 
about by the fact that folks have moved into the neigh- 
borhood, as the unearned increment, show signs of an 
intention, if they are not eliminated from public life before 
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the time comes, of walking on the man from Vermont, 
the man who, in the original report on the New Haven, 
said there was need of careful reorganization work, but 
not of hysteria; the man who, in the tap-line decision, 
wrote what he called a concurring opinion, the principles 
of which are now embodied in the Supreme Court’s de- 
cision in that interesting case. 

It may be inferred from the foregoing that there lurks 
in the back of the head of the writer an impression that 
the end of the era of so-called radicalism is in sight. There 
is. But the impression may be erroneous. The good that 
one imagines seldom comes true. Humanity is weak. The 
end of a long depression which one has a right to assume 
will bring about a sobering, is frequently followed by an 
outbreak more senseless than that which brought about 
the depression. 

Possibly by the time Prouty is ready to report his 
conclusions there will be such an aftermath—a flickering 
protest against everything that is. Possibly by that time 
the first name of the director of valuation will then also 
have been changed, from Charles to Chuck, so that the 
name will become an injunction to the Commission, Chuck 
Appraiser Prouty because he is not a limber-jaw. 


WOULD ENLARGE THE COMMISSION 


THE TRAFFIC SERVICE VFWS RURFAT. 
Colorado Building, Washington, D. C. 


There have been inquiries as to what, if anything, 
is likely to be done with the Kenyon bill enlarging the 
Interstate Commerce Commission to a membership of 
sixteen and removing the principal office from Washing- 
ton to Chicago. The answer is that at this time there 
seems to be much smaller chance of any action on it 
than on any measure now pending which could be 
thought of. In other words, there is not apparently any 
demand for action on it other than that which may be 
inferred from the fact that the senator from lowa intro- 
duced it on February 19 last and Senator Newlands has 
talked of introducing a bill along the same general line. 

The bill provides a Commission of sixteen members, 
each to serve eight years and receive a salary of $10,000 
a year. But the chairman of the Commission is to be 
appointed, as chairman, by the President, and be unto 
the Commission a good deal as the chief justice of the 
United States is to the Supreme Court. 

The fifteen commissioners, other than the chairman, 
are to be constituted into five district commissions, each 
with a secretary to draw a salary of $3,500, and a dis- 
trict solicitor, with a salary of $3,500. The Commission 
is to have a principal solicitor, appointed by the Presi- 
dent and confirmed by the Senate, whose salary shall be 
$10,000 a year—the same as that of a Commissioner. 

" The enlarged Commission is to be created by the 
naming of nine additional Commissioners and the length- | 
ening of the terms of the seven now in office by adding 
One year, because the term hereafter is to be eight 
years. 

The districts are to be made up as follows: 

The first district shall include the states of Maine, 
New Hampshire, Vermont, Massachusetts, Connecticut, 
Rhode Island, New York, New Jersey, Delaware, Mary- 
land, Pennsylvania and Ohio, and the District of Co- 
lumbia, with offices at Washington. 

The second district shall include the states of Vir- 
ginia, West Virginia, North Carolina, South Carolina, 
Georgia, Florida, Alabama, Tennessee, Kentucky, Mis- 
sissippi and Louisiana, with offices at Atlanta. 
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The third district shall include the states of Indi- 
ana, Illinois, Michigan, Wisconsin, Minnesota, Iowa, Mis- 
souri and Arkansas, with offices at Chicago. 

The fourth district shall include the states of Texas, 
Oklahoma, Kansas, Nebraska, South Dakota, North Da- 
kota, Colorado, Wyoming and Montana, with offices at 
Kansas City. 

The fifth district shall include the states of Cali- 
fornia, Oregon, Washington, Idaho, Utah, Nevada, Ari- 
zona, New Mexico and Hawaii and Alaska, with offices 
at San Francisco. 


Three commissioners are to constitute a district com- 
mission for the hearing and determining of matters. In 
the event the chairman thinks a particular matter re- 
quires the attention of other commissioners, he may 
assign as many as he deems necessary to sit together. 
The district commissions are to have the same power 
and authority as is now exercised by the existing Com- 
mission, except that appeal may be taken to the whole 
Commission, sitting en banc, twice a year in April and 
October. District commissions are also authorized to 
certify questions on which they desire light to the Com- 
mission sitting en banc, or the Commission as a whole 
may ask that a question or a whole complaint be sent 
up for its consideration, sitting as an appellate body. 


All complaints are to be filed in the principal office 
in Chicago, and from there sent to the appropriate dis- 
trict. The opinions and orders of the district commis- 
sions are to be recorded in their own offices and in the 
principal office at Chicago. Tariffs and concurrences, 
contracts, agreements and reports are to be filed in Chi- 
cago and copies of them in the district offices in which 
the carriers operate, and unless a carrier complies with 
regard to all the district offices in which it operates it 
will be in default of its duties. 


In order that local influences may be reduced to a 
minimum, the President is required to appoint men who 
do not live, at the time of their appointment, in the 
districts in which they are to serve. But, after appoint- 
ment, they are to live in the districts in which they serve. 
But when a man has been in a district for four years 
he is to be sent to some other district. The President 
shall make the designations at the beginning of the new 
order, but when it has been well established, then the 
duty of making future assignments falls on the chairman, 


- who is to be the administrative head of the Commission. 


He is to preside at all meetings of the Commission sitting 
en banc. 

When an appeal is taken it may be considered by 
eight members and the chairman, but none of the eight 
commissioners sitting in an appeal must have been sitting 
when the case was heard. The Commission, sitting in 
appeal, is not to consider questions of fact at all. Thereby 
the judicial character of the proposed Commission is to 
be brought out much more fully than it appears in the 
present body, which does work in the nature of appeal, 
when it rehears a case. 


REPARATION ORDERS. 
The Commission has issued an order giving repara- 


tion amounting to $135 and $303 in No. 4592, Dierks & 


Sons Lumber Co. vs. Missouri Pacific et al; $394.66 in 
No. 5741, Harry R. Browne vs. Southern et al.; $748.20 
in No. 3410, Swift & Co. vs. Pennsylvania Railroad Co., 
and $44.49 in No. 6177, Price Iron Co. vs. Indiana Harbor 
Belt et al. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC. WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


THORNE ON RATE INCREASE 


Editor THe TRAFFIC WoRLD: 

In reply to your request for a statement concerning the 
decision in the five per cent case, I write this letter. 

It has been represented in the press that estimates 
show the advances permitted in the eastern case affect 45 
per cent of the tonnage, while the advances denied affect 
55 per cent of the tonnage, including low grade commodi- 
ties, such as coal, coke, etc. 

This situation should serve as a warning to each class 
of western shippers, that they must redouble their efforts 
in the western advanced rate case, which has just com- 
menced. They cannot leave it for others to care for. They 
must be willing to put their shoulder to the wheel and 
help in an active, tangible manner if they desire results. 

Our efforts have been worth while in the past; merely 
staving off the advance for four years has saved the public 
as a whole something like two hundred million dollars. 
It would seem that the Commission has now practically 
abandoned some of the basic principles adopted by it in 
its decision of 1910. There are new issues and new prin- 
ciples which must be wrestled with, exhaustively and thor- 
oughly, in the western rate case, in the light of our ex- 
perience in these two preceding cases. 

C. Thorne, 
Chairman, Iowa Board of Railroad Commissioners, 
Des Moines, Iowa, Dec. 24, 1914. 


DANIEL WILLARD ON RATE DECISION 
Editor THE TRAFFIC WORLD: 

What the decision might be said to indicate or prom- 
ise for the future is, in my opinion, even more valuable 
than what it actually gives in the way of immediate in- 
crease in rates. 

The present report of the Commission should be read 
in conjunction with that given under date of July 29 last 
in order to realize the scope of the decision and its ulti- 
mate effects. In that it has extended the territory and 
the classes of traffic to which the five per cent increase 
may be generally applied, the Commission has afforded a 
further measure of immediate relief; but what I consider 
of even more importance is its recognition of the needs 
of the railroads for increased revenues and the reiteration 
of its former statement as to its duty and purpose to aid, 
so far as it legally may, in the solution of the problem as 
to what course the carriers may pursue to meet the situa- 
tion. 


Personally I was disappointed because the Commission 
had not granted the full five per cent advance which was 
asked for, and that coal, coke and ore, which constitute 
nearly two-thirds of the entire tonnage handled by the 
Baltimore & Ohio Railroad Co., were among the articles 
to which the five per cent increase does not apply. 


While I feel disappointed and earnestly believe that 
it would have been better for all concerned if the full 
increase as requested had been granted, nevertheless I have 
found much in the decision that is encouraging. The Com- 


mission in its report finds that “from whatever compara- 
tive standpoint used, the net operating revenues of the 
last fiscal year must be regarded as unduly low;. that the 
operating costs and operating revenues fail to show the 
tendency to such concommitant variation as should prevail 
in the transportation industry; and that while the gross 
revenue declined only 3.4 per cent, the net revenue shrank 
approximately 17.7 per cent as against the previous fiscal 
year,” the Commission concluding that “the indication is 
that some important items of cost have become relatively 
inelastic, and that a fall in gross revenues leaves an in- 
creasingly narrow margin of net revenue.” This is ex- 
actly the contention of the railroads. It is what they 
foresaw in 1910, and it is what they have been urging 
that the results of the operation of the years since then 
have demonstrated. 


It is a fact, as the Commission says, that a condition 
has come about whereunder it is absolutely impossible for 
the railroads to hold their expenses in proper relation to 
their gross earnings, and this is due to many different in- 
fluences which have been quietly at work for a number of 
years. Among such influences may be mentioned full crew 
bills, hours of labor laws, higher wages, certain standard 
minima of service prescribed in some states by public com- 
missions and insisted upon none the less strenuously in 
other places by the force of public opinion, increasea 
taxes, etc., etc. These influences or conditions, whether in 
themselves good or bad, have all contributed to bring 
about the state of affairs so clearly recognized by the 
Commission, and in my opinion fully justify the railroads 
in their efforts to obtain higher rates. 


The Commission also says: “We cannot view with 
favor any attempt to obtain an increase in net revenue 
through unduly restricted expenditures upon maintenance,” 
and it is most encouraging that the Commission should 
have spoken as it did concerning that particular matter. 
It was urged during the hearing in the five per cent case 
by some of those claiming to speak with authority for the 
public that the railroads were spending too much upon 
maintenance, and it was also urged that if the railroads 
would spend less for maintenance, they would be able with 
existing rates to pay a fair return upon the capital in- 
vested. It is clear, however, that the Commission was not 
misled by such arguments. 


It is also encouraging to have the clear statement of 
the Commission that “if we are to set rates that will 
afford a reasonable remuneration to these carriers, we 
must give consideration to the increased hire of capital 
as well as to other increased costs.” This increased cost 
of capital was one of the contentions urged most strongly 
by the carriers in support of their request for advanced 
rates. 


The Commission, in its report of July 29, suggested 
ten sources of additional revenue for all carriers through- 


- out Official Classification territory, and now state in that 


connection: “It is expected that the constructive wort 
suggested in the original report for the purpose of con 
serving and &ugmenting the net revenues of the carriers 


. generally will be carried forward without interruption,” 
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and it is perhaps in that particular paragraph that I find 
most encouragement in the last decision. 

The carriers, while admitting that increased revenue 
might be gained from the ten suggested sources pointed 
out by the Commission, were eonvinced that much time 
would be required in the working out of the various prob- 
lems presented and urged that an immediate increase was 
necessary and should be granted to meet the pressing 
needs of the present, feeling certain that it would develop, 
as the case proceeded, that the increased revenues from 
all the sources suggested, including the five per cent ad- 
vance, if granted, would not be too great for the proper 
needs of the situation, and, speaking in that connection, 
Chairman Harlan of the Commission uses these words: 

“My own view of the record has been and is that the 
carriers in that territory, considered collectively, are in 
need of more additional net income than the amount, 
$50,000,000, which they estimated the proposed five per 
cent increase in rates would yield.” 

I appreciate the very difficult problem that was pre- 
sented to the Commission in connection with this case, 
and I am not ignorant of the arguments that have been 
urged by some against any action by the Commission in- 
tended to be helpful to the railroads. I realize also the 
limitations established by law within which the Com- 
mission must act. It should be encouraging, therefore, to 
all real friends of the railroads, and by that I mean all 
who are interested in the proper industrial development of 
this country, that the Commission has been willing to 
treat the question before it in a broad way, and, while not 
granting all the immediate relief specifically asked for by 
the railways, and in the manner requested, it has recog- 
nized, unanimously, the necessities of the carriers and has 
again reiterated its former statement that “it is our duty 
and our purpose to aid, so far as we legally may, in the 
solution of the problem as to the course that the carriers 
may pursue to meet the situation.” 

I am confident that the result of this inquiry will be 
to bring about a much better understanding of the railroad 
problem by all concerned or interested in that question. 
Further, I feel confident that better working relations will 
be established between the railway managers, the regulatory 
bodies and the shippers, and I am hopeful that because 
of such better understanding and relations the railroads, 
_the shippers and the regulating agencies, both state and 
federal, will be able in the future to work out to a satis- 
factory conclusion the many serious problems that are 
certain to occur under our system of private ownership 
with government control. 

The ultimate result of Mr. Brandeis’ connection with 
the case will be beneficial to the railways. The Commis- 
sion had unanimously held that the evidence in the record 
was sufficient to convince it of the necessity for increased 
net revenues, a view in which Mr. Brandeis evidently con- 
curred; indeed, in his argument in the first case, as well 
as in his brief, he clearly recognized and frankly admitted 
the needs of the carriers for increased net revenues. He 
had opposed, however, the proposition to obtain the in- 
creased net revenues by a uniform advance of freight rates 
and suggested other methods and sources through which 
the proper measures of relief might be obtained. It must 
be admitted by all that rates clearly unremunerative ought 
to be advanced and that services performed without charge 
should either be discontinued or be properly paid for. 
Concerning these and many other things, I think the 
majority of railroad managers would be in full accord with 
Mr. Brandeis. Incidentally the very searching investiga- 
tion conducted by the Commission into the general subject 
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of railroad practices did more to disabuse the public mind 
concerning such matters than anything else that could 
possibly have happened. Undoubtedly abuses have existed 
in connection with railroad management, as has been the 
case in all other lines of human endeavor, but the Com- 
mission’s report would indicate that the most searching 
investigation failed to develop that any serious abuses 
exist at the present time which could have any material 
influence upon the condition of the carriers involved in 
this hearing, and the result of the inquiry should not only 
be gratifying to holders of railroad securities, but it is 
also a tribute to the efficiency and character of present 
railway management. Daniel Willard, 
President, B. & O. Railroad Co. 
Baltimore, Md., Dec. 21, 1914. 


AN AMERICAN MERCHANT MARINE 


Editor THE TRAFFIC WORLD: 

That there is a great need for ships to take care of 
the demand caused by loss and withdrawals must be ap- 
parent to anyone who gives the’ matter a moment’s 
thought. 

If we assume that the world’s shipping on July 1, 1914, 
was 100 per cent, then present percentage would be less 
than 40 per cent. It has been stated by experts that 
the shortage represents 500 ships. 

Freight rates have advanced inordinately. Cotton, 
for instance, from 30 cents per 100 pounds to $1, grain 
from 8 cents to 16 cents per bushel, flour from 12 cents 
to 26 cents per 100 pounds, and other rates in proportion. 

Cotton in the South is selling at 7 to 8 cents per pound 
and in Bremen it is worth 18 to 20 cents. 

Our attention has been directed to South American 
trade, and here the rates have advanced in even greater 
proportions. 

On every hand our manufacturers and merchants are 
encouraged to enter this field. Our railroad traffic offi- 
cials, public officials, bank officers, newspaper writers, are 
displaying laudable energy and enterprise, and we are 
surfeited with statistics of the business there is to be had. 
All of this is fine and it is to be hoped that enduring 
business relations may be established with our neighbors 
at the South. Our neighbors, who have made the Monroe 
doctrine a part of their political faith and whose good- 
will and friendship are worthy of our grateful and gen- 
erous cultivation. But—until we have a mercantile marine 
of our own—a mercantile marine whose traffic policy is 
determined by the needs of our business—until we have 
that link in the chain completed we will be doing busi- 
ness in the Latin-Americas only by the grace and 
permission of a traffic policy emanating from London. 
We tax ourselves to deepen our waterways, our coast is 
provided with safeguards and aids to navigation, the best 
in the world. Many of our states and municipalities have 
raised funds by taxation for the erection of modern ter- 
minals; and here we stop. We provide the traffic and 
the terminals, but the foreigner gets the freight. 

It is time that we go a step further and build the 
ships. The Congress has before it a bill for furthering 
the development of our mercantile marine. As far as 
we have been able to gather, it is not the purpose of the 
United States to enter unqualifiedly into the ocean-carry- 
ing business. It is tae purpose to build freight carriers 
and to charter or lease same to responsible shipping com- 
panies, said charter to be coupled with an option to 
purchase. 

But foreign shipping interests are opposed to this 
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legislation. They hold out the danger that losses may 
be saddled on the taxpayer, but they were not so sensi- 
tive to the danger to our pocketbooks when we deepened 
the waterways and erected terminals whose present use 
is to shelter dead ships. Recently an organization of 
foreign ship owners and agents passed a set of resolutions 
condemning the purpose of Congress to foster our ship- 
ping, which recalled the story of the seven tailors of 
Tooley street, who passed a resolution beginning with 
the words, “We, the people of England.” 

Even in the face of this war and all its losses and 
hardships, there were recently laid down on the Clyde 
vessels to the extent of 200,000 tons. It is very evident 
that the builders of Great Britain are not “asleep at the 
switch” nor are they dismayed. 

In the face of present conditions all precedents go 
by the board. Conferences which up to now held sea- 
borne traffic in an iron clutch have lost their grip, freight 
rates will never be as low as they were in the past, the 
foreign nations now at war will need all their means 
and energy to restore and rebuild their industries and 
their agriculture. 

It may be interesting to review some of the facts in 
connection with our present coastwise mercantile marine. 
In the matter of building fine, serviceable ships we are 
second to none. There come to mind fine ships built thirty 
years ago still in service and still making money for 
their owners. ‘There is now a fine fleet of splendid cargo 
carriers, all of them oil-burners, the finest fleet of its kind 
in the world. It was the privilege of the writer to visit one 
of these in this port recently and she was like a yacht. 
Clean, up to date and efficient. And she was American 
in every rivet, rope and block—not a whitewashed for- 
eigner come under our flag from fear of capture. 

The need is here and the opportunity, and it is to be 
hoped that our legislators at Washington will not “be 
diverted from the path of patriotic duty by clamor inspired 
by selfish greed. 

J. D. Hashagen. 


Boston, Mass., Dec. 22, 1914. 


FIBER CONTAINER CONFERENGE 


At a meeting of the Fiber Container Conference Com- 
mittee, consisting of the chairmen of the Official, Southern 
and Western Classification committees and the Uniform 
Classification Committee, in Room 2248 Transportation 
Building, Chicago, at 10 o’clock a. m., January 14, to con- 
sider subjects relating to fiberboard containers and the 
rules regulating same in the various classifications which 
have been presented since the last meeting of the com- 
mittee, the following subjects are scheduled: 


1. Should provision for increase in freight rate on articles in 
fiberboard boxes, not complying with requirements of Rule 
9, be changed to call for 50 per cent increase instead of 20 
per cent to insure the use of proper packages, or should 
they be declined for transportation? 

2. Should provision be made that fiberboard packages be re- 
jected in case certificate provided for is not stamped on 
the package? Failure to be considered as evidence of 
insecurity of package. 

8. Shall the words, “an average resistance,” wherever they 
appear in the rule, be changed to read, ‘a resistance,” 
with a corresponding change in Section 19? 

4, Discussion as to strengthening the specifications. 

5. Suggested change in Section 14 (c), making thickness of 
rims .100 of an ‘inch instead of .110 of an inch. 

6. Consider self-sealing fiberboard box, which is closed, sealed 
and locked by insertion of tabs or projections into open- 


ings provided on front and ends and not requiring glue, | 


sealing straps or other sealing devices. 

7. Consider self-sealing fiberboard box, locked by two metai 
angles, engaging on inside. 

8. Request that cylindrical fiberboard containers be permitted 
- eat of glassware or fragile articles or articles 
n glass. 
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9. Exclusion of liquids in glass or earthenware, exceeding one 
quart measure, from transportation in fiberboard boxes. 

10. Specifying articles that will not be accepted for transpor- 
tation in fiberboard boxes. 

11. Suggested amendment to Section 7 (e) and (f) so as to 
permit the acceptance of fiberboard boxes without the 
strawboard liner when flexible wooden partitions ‘‘shoul- 
der high’’ are used for the transportation of bottles. 

12. Suggested amendment to Section 7 (e) to provide that top 
and bottom pads of excelsior may be used in place of 
lining with double-faced strawboard. 

13. Cigars and cigarettes in fiberboard boxes of various kinds. 

14. Combined wood and pulpboard box. 

15. Consider Section 11 (f) with view to provide specifications 
to admit other types of fiberboard boxes. 

16. Consideration of revised form for Rule. 

17. Provide specifications for fiberboard baskets. 

18. Consider change in Rule affecting fiberboard pails. 

19. Method of testing fiberboard packages. 

20. Suggested addition to Section 7 (f), as follows: ‘‘Each 
bottle of one pint or less quantity may be enclosed in 
a separate carton completely lined with single-faced cor- 
rugated strawboard, packed not exceeding six bottles in 
and completely filling a second interior carton made of 
double-faced corrugated strawboard having a resistance of 
not less than 150 lbs. to the square inch, Mullen test, and 
so packed as to completely fill the box. When such in- 
terior packing is provided, neither double-faced corru- 
gated strawboard partitions nor wooden partitions will be 
required, and the sides, top and bottom of the container 
aoe not be lined with double-faced corrugated straw- 

oard.”’ 

21. Suggested that Section 11 (f) be amended to permit the 
ar gy by riveting the bottom of the box instead of 
glueing it. 

22. Suggested additions to Section 11 (c), (e) and (f), as 
follows: 

(c) “for all flaps must be fastened to each other at or 
along all outer joints, openings or seams by metal 
staples or stitches not more than two inches apart, 
except as provided in Section 11 (f); 

(e) ‘for when the ends of the inner flaps of boxes are 
more than six inches apart and the ends of the 
outer flaps overlap two inches or more, all flaps 
must be fastened to each other at or along all 
outer joints, openings or seams by metal, staples 
or stitches not more than two inches apart, except 
as provided in Section 11 (f); 

(f) “or when boxes are constructed with four flaps at 
at each end and flaps are secured by metal staples 
or stitches not more than two inches apart, so 
that the inner flaps are fastened to one of the 
outer flaps across the end of said outer flap and the 
outer flaps overlapping each other two inches or 
more are fastened together, sealing strips will not 
be required.” 

23. To consider the acceptance of Lamp Chimneys in fiber- 
board boxes bound with wooden strips. 

24. Suggested changes as follows: 

That in all cases, flaps must be firmly glued to the sur- 

face with which they come in contact, on L, C. L. 


shipments. 
That all outer joints, openings or seams must be com- 
pletely covered with sealing strips. 
“li That the inner flaps in all cases must meet. 
25. — change affecting fiberboard boxes with wooden 
26. Consideration of fiberboard boxes not now covered by Rule. 






WAR TAX ON FREIGHT 


The question as to whether the railroad company 
or other common carrier can refuse to issue a bill of lad- 
ing under the requirements of the war revenue law has 
been raised by Traffic Manager H. S. Kealhofer of the 
traffic bureau of the Jacksonville, Fla., Board of Trade. 

A penalty is placed on the transportation lines for fail- 
ure to issue bills of lading, it was pointed out by Mr. Keal- 
hofer, and still further penalties for issuing such papers 
without being properly stamped. Further, the law states 
that the shipper shall affix and cancel these stamps, but 
fixes no penalty for his not doing so. 

Mr. Kealhofer brought the matter to the attention of 
H. H. Lewis, collector of customs in Jacksonville, in the 
following letter: : 


Hon. H. H. Lewis, 
Collector of Customs, 
City. . 
Dear Sir—In reference to that portion of the law to 
increase the internal revenue, effective December 1, 1914, 
requiring every railroad or steamboat company, carrier, 
express company or corporation, or person whose occu- 
pation it is to act as such, to issue to the shipper a bill 
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of lading or other evidence of receipt, upon which shall be 
attached and canceled by the shipper, a stamp of the 
value of one cent, and providing a penalty for the failure 
of such railroad or steamboat company or corporation or 
person to issue such bill of lading, etc. 

I have examined this Act very carefully and have failed 
to find any provision therein which requires the shipper to 
furnish and pay for said revenue stamps or any penalty 
for their failure to affix the same. Please advise me if the 
railroad company or other common carriers can refuse 
to issue a bill of lading, provided the shipper refuses to 
furnish or pay for said revenue stamps. 

Yours respectfully, ‘ 
(Signed) H. S. Kealhofer, 
Traffic Manager. 

Collector Lewis immediately took the matter up with 
headquarters and received the following reply from G. E. 
Fletcher, Deputy Commission, Washington, D. C., which 
he turned over to Mr. Kealhofer: 

“This office is in receipt of your letter of the 3d in- 
closing a communication from H. S. Kealhofer of the 
Jacksonville Board of Trade, in regard to the requirements 
of the Act of October 22, 1914, with respect to bills of 
lading. 

“In reply, you are informed that it is the duty of the 
carrier to see that the stamp is duly affixed and cancelled 
when the bill of lading is delivered to the shipper. 

“Your correspondent inquires whether the railroad 
company or other common carrier can refuse to issue a 
bill of lading provided the shipper refuses to furnish or 
pay for such revenue stamps. There has been no ruling 
on this question. I suggest that the railroad company, 
when such a case arose, submit the question to their legal 
adviser.” 

It has been suggested that if the shippers desire to 
avoid payment for the revenue stamps, a test case will 
have to be made. 

Mr. Kealhofer’s investigations have also brought out 
developments with regard to the placing of stamps on 
switching tickets, when the shipments switched from one 
road to another for movement to the same points to which 
the bills of lading are issued. 

He holds with the announced ruling of one of the 
lines of the Southeast, that when a car is switched at a 
station from one industry to another industry or from or 
to another railway, either local to one carrier or in joint 
switching service, for which a charge is made and the 
traffic does not receive a road haul for which a bill of 
lading is issued, the car so switched, regardless of its 
contents, will be considered a “shipment” under the pro- 
visions of the Act and subject to the tax; the switching 
ticket issued for the movement of the car will be con- 
sidered a manifest, and to it a revenue stamp of the 
denomination of one (1) cent must be attached and can- 
celled by and at the expense of the shipper, the consignor, 
or his or her representative. If the switching movement 
consists of traffic which has received or which will re- 
ceive a continuous road haul and for which a bill of lad- 
ing has been or will be issued, no revenue stamp will be 
required for the switch movement; the bill of lading or 
receipt for the road haul must be stamped, 


MINNESOTA BEER RATES. 

The Minnesota State Railroad and Warehouse Com- 
mission has denied the petition o the Minneapolis Brew- 
ing Co., Minneapolis, the Theo. Hamm Brewing Co., St. 
Paul, and the Jacob Schmidt Brewing Co., St. Paul, to 
obtain the establishment of a commodity rate on beer, 
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now carried at fifth class. The commission says that 
from the evidence submitted at the hearing on May 12, 
1914, at which the petitioners and carriers were represented, 
it “is unable to find that this commodity is bearing more 
than its just proportion of the freight rates necessarily 
imposed by the carriers to furnish necessary transporta- 
tion to the country.” The brewers contended that the 
rate should be 80 per cent of the present fifth-class rate 
for all distances up to 200 miles and 85 per cent of the 
fifth-class rate for all greater distances. 


ORDER IN FIVE PER CENT CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Another order was issued in the five per cent case 
December 29. It will probably be followed by others, as 
situations are developed in the filing of tariffs that will 
require special attention, as, for instance, the variations 
in relationships caused by the major and minor fraction 
rule. The order of December 29 prescribes the increases 
that may be made in the through rates from the Pitts- 
burgh, Dayton-South Bend, Detroit-Cleveland, Cincinnati 
and Louisville groups to southwestern territory. They 
are governed by Western Classification. 

To preserve the relationship through the Cincinnati, 
Louisville, Evansville, Cairo, East St. Louis and Ohio and 
other Mississippi gateways, the Commission prescribed 
the increases that may be made via the various gateways, 
taking St. Louis as the point through which the smallest 
change may be made. As worked out, the through rates 
via Cincinnati result in larger divisions for the lines 
beyond. Through Cairo and St. Louis the lines beyond 
must shrink their divisions so as to give the C. F. A. 
lines their increase; that is, while the through rate is 
increased, lines beyond do not benefit to the extent that 
lines beyond the Cincinnati gateway will. The advances 
allowed are as follows: 
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It is further ordered that where interterritorial join 
through rates have heretofore been published on com- 
binations of intermediates to and from Ohio and Missis- 
sippi River crossings, the amount of the increase shall 
not be greater than the amount of the increase in the 
rate up to the gateway; in other words, that the rule by 
which divisions heretofore have been made shall be dis- 
regarded so that the C. F. A. line may have the full fene- 
fit of the five per cent increase. 


C. C. McCain, chairman of the Trunk Line Associa- 
tion, who must prepare the tariffs, which he hopes to 
have made effective January 15 and February 1, was in 
consultation with Commissioner Clark on December 29 
with regard to the changes in the percentage rule that 
will be made by disregard of major and minor fractions 
of a mill. The rule is that points in Official Classification 
territory shall take rates which are certain percentages 
of the New York-Chicago rate. For instance, a 110 per 
cent point, under the major and minor fraction rule, will 
take first class rate of 86.7 cents as against a rate of 
83 now. 

The difference between Chicago and the 110 per cent 
point is now 8 cents. Under the new rate the difference 
will be 7.9. The rate of 86.7 is not 110 per cent of the 
basing rate. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions _relat- 
ing to the law of interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers in less than six 
weeks from the time of receipt of the question. Readers desir- 
ing special service by requiring immediate answer may secure 
privately written answers to their inquiries by the payment of 
a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Delivery to Consignee Releases Carrier’s Liability. 

Ohio.—“A car of sugar is placed on a certain team 
track*at request of consignee; we will say that it is placed 
at 3 p. m. November 23, and consignee is notified in per- 
son, also by postal. He does not commence unloading 
until morning of the 25th, with the exception of about 
40 sacks, and puts his locks on the car for protection 
over night. That same evening, the 25th, the lock is 
broken and sugar stolen. Is the railroad responsible, and 
will they have to pay for the sugar stolen?” 

The carrier’s responsibility having terminated after 
giving due notice of arrival of shipment to the consignee, 
and upon the latter taking possession of, and partly un- 
loading the same, it would not be liable for the theft 
of the sugar under the circumstances described. 

= * * 


Freight in Excess of Full Carload. 


' Minnesota.—“We recently made a shipment of lumber 
to move interstate, loading in 80,000-pound capacity box 
car, billing accepted and car moved to scaling station, a 
distance of something like 75 miles, at which point it 
developed that the car was loaded over capacity about 
20 per cent. We agreed to stand the expense of trans- 
ferring the overload, providing same would be handled 
at the carload rate. The carrier could find no authority 
for doing so, and we then suggested transferring into a 
second car sufficient for carload minimum. The carrier 
then took the position that the transfer should be made 
by us, which was objectionable, on account of the neces- 
sity of assembling a crew and being put to considerable 
expense without any definite information as to transfer 
facilities. We had been of the impression that we would 
be privileged to stand on our bill of lading, signed by 
the agent at point of origin, and considered that we were 
making a liberal proposition when we offered to stand 
the transferring expense. We seek information as to the 
obligation of the carriers in a case of this kind, and are 
wondering what obligation rests with the carrier after 
executing the bill of lading in addition to collection of 
freight charges.” 7 

Minimum weights estaplished by carriers are intended 
reasonably to comport with loading capacity of cars as 
to particular commodities to which they relate. North- 
western Woodenware Co. vs. C. M. & P. S. Ry. Co., 28 
I. C. C. 242 (see page 485 of Sept. 16, 1913, issue Traffic 
World). Where shippers do not have their own scales 
or the means of ascertaining the actual weight put into 
a car, yet if a commodity is susceptible of a reasonably 
accurate estimated weight, there should not be a great 
variation between the weights loaded and the loading 
capacity of the car. If a transfer in transit is required 
by reason of such great variation in weight, the expense 
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thereof is chargeable to the shipper. However, if the 
shipment in question moved in Western Classification ter- 
ritory, the carrier could have found authority to accept 
your offer to pay the expense of transferring the over- 
load, if the same was carried at the carload rate, in 
Rule 24, section 4 (a) and (b), which reads as follows: 

“(a) The excess over the quantity that can be loaded 
in or on one car shall be charged, (b) if loaded in one 
closed car, at actual or authorized estimated weight, and 
at the carload rating applicable on the entire shipment.” 

* ck % 
Error in Publishing Description of Car. 

Michigan—“The July issue of the Official Railway 
Equipment Register showed C. & O. car 12473 to be a 
flat drop bottom car. We handled the car, ordering it to 
one of our customers who can handle only cars which 
open at the bottom. When this car was placed it was 
found to be a solid bottom, and it was necessary for us 
to send men from our yard to unload the coal over the 
side. We referred the matter to the Official Railway Equip- 
ment Register people, and they in turn referred it to the 
Cc. & O., and the C. & O. authorized the Official Railway 
Equipment to correct their books. Under the circum- 
stances are the C. & O. liable for the additional expense 
which we were put to on account of the misrepresenta- 
tion?” 

Under the act and the rules of the Interstate Com- 
merce Commission, carriers file tariffs, classifications, 
exception sheets and supplements thereto with the Com- 
mission, as well as concurrences participating therein. 
Although it is not so required, yet the Official Railway 
Equipment Register, under the authority of the railroads 
in the United States, Canada and Mexico, publishes and 
files monthly with the Commission its magazine, as a 
tariff, setting forth by car numbers the marked capacity, 
length, dimension and cubical capacity of freight cars, 
showing the FX numbers by which the respectively named 
carriers concur therein. As a consequence, this publica- 
tion is as binding upon the carriers therein named, upon 
the matters therein contained, as would be any other 
tariff or classification filed with the Interstate Commerce 
Commission, and subject to that body’s regulation. But 
as the expense incurred, as described, is what is com- 


‘monly designated as special damages, it is very doubtful 


if it might be recovered in a court of law. 
* * Bo 
Conflicting Statements in Bill of Lading. 

Montana.—“On car of oranges shipped from a south- 
ern California point into Montana, bill of lading bore the 
following notations: Precool and ice only once” (this was 
inserted in writing); also “Ice to full capacity and keep 
fully iced to final or diverted destination” (this was in- 
serted by stamp). Notwithstanding the fact that the 
weather was considerably below zero when shipments 


‘arrived at destination, car was kept fully iced, with result 


that a good deal of the shipment was frozen. Carriers 
disclaim any responsibility for this freezing, as they con- 
tend they followed instructions given by shipper on bill 
of fading. Shippers claim the carriers should have used 
some discretion in the matter. Who is right?” 

If it can be shown that the frozen condition of the 
shipment resulted from the action of the carrier in keep- 
ing the shipment fully iced to destination point, and not 
from the state of the weather itself, then it is our opinion 
based on the particular facts submitted, that the carrier 
was at fault in following the stamped instructions, rather 
than the written ones, assuming, of course, that the 
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written instructions were inserted in the bill of lading 
by someone with authority and prior to or at the time 
of the delivery of the bill of lading to the carrier. This 
on the ground that where a contract contains two con- 
flicting statements, one being printed or stamped therein 
and the other specially written, that the latter one is 
presumed to convey the intentions of the parties and 
should control. 
* * e 


Time Within Which to File Claims. 


Iidaho.—“We have a claim against the A. B. Railroad, 
which was filed May 11, 1914. Shipment was made Janu- 
ary 1 and arrived at destination Jan. 10, 1914. This claim 
has been declined on account of having exceeded the 
four months’ limit for filling a claim, on the ground that 
it was not filed in accordance with section No. 3, para- 
graph No. 3, of the bill of lading, which provides that, ‘All 
claims must be made in writing against the carrier within 
four months from date of delivery.’ Kindly advise in the 
columns of The Traffic World as to whether this claim 
is invalidated on account of the time limit. If the time 
counts from the date claim papers were mailed, there 
can be only one day’s time in excess of the limit. Think- 
ing it probable that there might be an exception, or some 
days of grace, I thought it best for ruling from you before 
further investigation regarding the matter.” 

The paragraph in question reads, “Claims * * * 
must be made in writing to the carrier at the point of 
delivery or at the point of origin within four months 
after delivery of the property,” etc. It follows that the 
period of limitation is measured from the date of de- 
livery up to the date when the claim is actually filed 
with the carrier, and not up to the date when it is mailed. 
See our answer appearing on page 488 of the March 7, 
1914, issue of this paper, under the heading, “What Is a 
Reasonable Time Within Which to File Claims.” 

ae * * 


State Regulations Affecting Interstate Shipments of 
Liquor. 


Illinois.—“Under date of Oct. 8, 1910, A made a ship- 
ment of intoxicating liquors to station B in the state of 
Oklahoma. Shipper’s order notify C at that point, charges 
on same being prepaid. Shipment was refused by C 
and draft.returned unpaid, A then notifying carrier to 
return same to them. Shipment in question was never 
returned and claim was filed for the value of the goods 
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shipped. Carrier now takes the position that it cannot 
legally pay claim in question for the reason that ship- 
ment in question was destined to a point in prohibitive 
territory, shipment in question being interstate. Kindly 
advise us if carrier can be compelled to reimburse ship- 
per for the amount of loss he has sustained on shipment 
in question.” 

By a long line of decisions, the United States Supreme 
Court has indisputably determined: (a) That beer and 
other intoxicating liquors are recognized and legitimate 
subjects of interstate commerce; (b) that it is not com- 
petent for any state to forbid any common carrier to 
transport such articles from a consignor in one state to 
a consignee in another; (c) that until such transportation 
is concluded by delivery to the consignee, such commodi- 
ties do not become subject to state regulations, restrain- 
ing their sale or disposition. 

In consequence of the provisions of the act of Con- 
gress, known as the Wilson Act, Aug. 8, 1890, 26 Stat. 
313, chap. 728, and the decisions of the United States 
Supreme Court interpreting and applying the same, it 
was held that the sale of imported liquors in the original 
packages was subject to state regulation. The purpose 
of this act is to make liquor, after its arrival in a state, 
a domestic product, and to confer power on the state to 


deal with it accordingly. Pabst Brewing Co. vs. Crenshaw, 


198 U. S. 17. This act does not apply before actual de- 
livery to consignee, when the shipment is interstate. But 
it is well established that, when a state exercising its 
recognized authority undertakes to suppress what it is 
free to regard as a public evil, it may adopt such measures 
having reasonable relation to that end as it may deem 
necessary in order to make its action effective. Purity 
Extract Co. vs. Lynch, 226 U. S. 201. 

If, therefore, the state of Oklahoma has generally 
prohibited the sale of intoxicating liquors within its bor- 
ders, and declared illegal contracts made in relation 
thereto, and the goods in question were lost after their 
arrival at destination point and refusal of consignee to 
accept, and not while in transit, either to that point or 
on return movement, it would seem that the carrier would 
not be liable for such loss, and for the reasons above 
given. If, however, the goods were lost in transit, either 
during the original or return movement, then the laws 
of the state of Oklahoma would be inoperative, and there 
being no federal law to the contrary, the carrier would be 
liable. 





Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


January 4—Los Angeles, Cal.—Examiner Wood: 
6585—J. F. Lucey Co. vs. A. T. & S. F. Ry. Co. et al. 
7305—Globe Grain and Milling Co. vs. A. T. & S. F. Ry. Co. 


et al. 
7091—Chas. R. McCormick et al. vs. Sou. Pac. Co. et al. 


January 4—Washington, D. C.—Examiner Bell: 7 
6491—-Jewelers’ Protective Union et al vs. P. R. R. Co. ét al. 


January 4—St. Louis, Mo.—Examiner Horton: 
7293—Gulf Lumber Co. vs. G. H. & S. A. Ry. Co. et al. 
6934—Fullerton-Moses Tie Co. vs. Mo. Pac. Ry. Co. et al. 
1. & S. 525—Coal rates from Illinois Mines to Omaha, Neb., 
and other points. 
7368—Chicago Lumber & Coal Co. vs. Mo. Pac. Ry. Co. 
January 4—Greensboro, N. C.—Examiner. Abbott: 
7360—R. J. Reynolds Tobacco Co. vs. Norf. & West. Ry. Co. 
et al. (also Fourth Section). 
January 4—Chicago, Ill—Examiner Gerry: 
1. & S. 544—Sand and gravel rates from Wisconsin points to 
Chicago, Ill., and other points. 


January 4—Pittsburgh, Pa.—Examiner McKenna: 
7273—American Lumber & Mfg. Co. vs. L. & N. R. R. Co. 


et al. 
a & Semans Lumber Co. vs. B. & O. R. R. Co. 
et al. 


January 4—New Orleans, La.—Examiner Gibson: 


4454—Krauss Brothers Lumber Co. vs. N. C. & St. L. Ry. Co. 


et al. 
7105—Eliza Garcia vs. G. H. & S. A. Ry. Co. et al. 


7132—-New Orleans Board of Trade vs. A. T. & S. F. Ry. Co. 


et al. 


January 5—New Orleans, La.—Examiner Gibson: 
> "2a Chamber of Commerce vs. Ala, & Vicks. Ry 
0. 


et al. 
VEE eamyette Chamber of Commerce vs. Ala. & Vicks. Ry. 
‘oa. et al. 
7162—Louisiana Cypress Lumber Co. vs. Tex. & Pac. Ry. Co. 


et al. 


January 5—St. Louis, Mo.—Examiner Horton: 
mF epee & Jennings Lumber Co. vs. Ala. Cent. Ry. Co. 
et al. 
7392—Weis & Lesh Mfg. Co. et al. vs. M. & O. R. R, Co. 
January 5—Charlotte, N. C.—Examiner Abbott: 
7274—O. W. Slane Glass Co. vs. Va. & S. W. Ry. Co. et al. 
(also Fourth Section). 
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January 5—Milwaukee, Wis.—Examiner Gerry: 
6379—Hottelet & Co. vs. C. M. & St. P. Ry. Co. et al. 
6940—Herman Reel Co vs. Erie R. R. Co. et al. 
ao Bag Co. vs. C. M. & St. P. Ry. (also Fourth 

ection). 
7053—M. G. Rankin & Co. vs. Minn. & St. L. R. R. Co. et al. 


January 5—Washington, D. C.—Examiner Watkins: ~ 
“aaa Pine Sash Door & Blind Mfrs. Assn. vs. Sou. Ry. 
oO. et al. 


January 5—Pittsburgh, Pa.—Examiner McKenna: 
7483—Interior Lumber Co. vs. Sou. Ry. Co. et al. 
a Valve Foundry & Construction Co. vs. Pa. 
o. et al. 
7113—Alberger Pump & Condenser Co. vs. Allegheny Valley 
Ry. Co. et al. 
January 5—Los Angeles, Cal.—Examiner Wood: 
7346—M. S. Bulkley & Co. vs. Pac. Co. et al. 
7366—Thomas Motor Car Co. vs. C. R. I. & P. Ry. Co. et al. 
January 6—Los Angeles, Cal.—Examiner Wood: 
1. & S. 180—Advances on tin cans and other commodities be- 
tween points in California and points in other states. 
Il. & S. 506—Rates on grain and grain products to stations in 
California. 
January 6—New Orleans, La.—Examiner Gibson: 
—~ A. Adams & Sons Co., Ltd., vs. Vicks. S. & P. Ry. 
0. 


January 6—Atlanta, Ga.—Examiner Abbott: 
7342—Marietta Knitting Co. vs. N. C. & St. L. Ry. Co. et al. 


January 6—Milwaukee, Wis.—Examiner Gerry: 
7168—Pfister & Vogel Leather Co. vs. Pa. Co. et al. 
—!- & Vogel Leather Co. vs. Cent. Vt. Trans. Co. 
et al. 
epee Western Malt Co. vs. C. & N. W. Ry. Co. 
et al. 
January 6—Argument at Washington, D. C.: 
5370—In the matter of rates, practices, rules and regula- 
tions governing the transportation of iron ore. 


January 6—Pittsburgh, Pa.—Examiner McKenna: 
7492—Hartje Paper Mfg. Co. vs. P. R. R. Co. et al. 
January 6—St. Louis, Mo.—Examiner Horton: 
7414—William Feeder vs. Sou. Ry. Co. 
a Schwartz Rail & Steel Co. vs. St. L. & S. F. R. R. 
o. et al. 


7454—M. Longo Fruit Co. et al. vs. Ill. Trac. Co. et al. 

January 7—Columbus, Ga.—Examiner Abbott: 
ee Board of Trade et al. vs. A. C. L. R. R. Co. 

et al. 

January 7—Milwaukee, Wis.—Examiner Gerry: 
7333—Milwaukee Malting Co. vs. G. C. & S. F. Ry. Co. et al. 
7334—Milwaukee Malting Co. vs. Int. & Gt. Nor. Ry. Co. et al. 

January 7—Argument at Washington, D. C.: 
6151—Aetna Powder Co. vs. Wabash R. R. Co. et al. 
6946—Aetna Powder Co. vs. Wabash R. R. Co. et al. 
6130—W. N. White & Co. vs. Western Union Telegraph Co. 
lt. & S. 193—Advances on lumber, shingles and other articles 

from points located’ on the Washington Western Ry. to 
points in Minnesota, Illinois, Indiana and other states. 
6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

January 7—Akron, O.—Examiner McKenna: 
7262—Colonial Salt Co. vs. Pa. Co. et al. 
7271—Colonial Salt Co. vs. Pa. Co. et al. 
7442—Robinson Clay Product Co. vs. Pa. Co. et al. 

January 7—St. Louis, Mo.—Examiner Horton: 

a Hirsch & Sons’ Iron & Rail Co. vs. M. & O. R. R. 


0. 
Weee-—Alton Box Board & Paper Co. vs. Ill. Term. R. R. Co. 


et al. 
6530—Mound City Roofing Tile Co. vs. Mo. Pac. Ry. Co, et al. 


January 7—Los Angeles, Cal.—Examiner Wood: 
7206—R. H. Herron Co. vs. Sou. Pac. Co. 
7369—Independent Ice, Feed and Fuel Co. et al. vs. San P., Los 
A. & S. L. et al. 
January 7—New Orleans, La.—Examiner Gibson: 
6592—In the matter of import and domestic rates. Hearing 
will be confined to the question of import and doimestic 
rates on brewers’ rice from New Orleans and other gulf 
ports. 
January 8—Los Angeles, Cal—Examiner Wood. 
1. & S. 526—Eastbound Trans-Continental Rates. 
January 8—Green Bay, Wis.—Examiner Gerry: 
6632—Plaiten Produce Co. vs. M. St. P. & §. S. M. Ry. Co. 


et al. 
6971—Platten Produce Co. vs. C. M. & St. P. Ry. Co. et al. 


January 8—Argument at Washington, D. C.: 
6628—Merchants’ Exchange of St. Louis vs. B. & O. R. R. 
Co. et al. 
ee Sor wertern Missouri Millers’ Club vs. C. & A. R. R. 
0. et al. : 
7124—Merchants’ Exchange of St. Louis vs. C. & A. R. R. Co. 


January 9—Tampa, Fla.—Examiner Abbott: 
7468—Florida Citrus Exchange vs. A. C. L. R. R. Co. et al. 
7430—Tampa Board of Trade vs. Ala. & Vicks. Ry. Co. et al. 


January 9—Kansas City, Mo.—Examiner Horton: 

ee Portland Cement Co. vs. C. C. C. & St. L. Ry. 
o. et al. 
7483—Beekman Lumber Co. vs. Tremont & Gulf Ry. Co. et al. 
aa Collins and S. B. Collins vs. C. B. & Q. R. R. 
Co. et al. 

January 9—Cleveland, O.—Examiner McKenna: 
7270—Cleveland Salt Co. vs. Pa. Co. et al. 
7288—Grasselli Chemical Co. vs. L. & N. R. R. Co. 

January 9—Chattanooga, Tenn.—Examiner Watkins: 

1. & S. 256—Chattanooga log rates. 

7122—Casey Hedges Co. et al. vs. C. N. O. & T. P. Ry. Co. 
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January 11—Nashville, Tenn.—Examiner Watkins: 
7159—R. J. Riddle vs. N. C. & St. L. Ry. Co. 
6968—Maley & Wertz et al. vs. LL & N. R. R. Co. 
6910—Maley & Wertz et al. vs. L. & N. R. P. Co. 
6798—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 
6822—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 
6792—Nickey & Sons et al. vs. L. & N. R. R. Co. 
7183—Nashville Tie Co, et al. vs. L. & N. R. R. Co. 

January 11—Chicago, Ill—Examiner Kelly: 
6825—National Society of Record Assn. et al. vs. Aberdeen & 

Rockfish R. R. Co. et al. 


January 11—Duluth, Minn.—Examiner Gerry: 
7242—Finch Bros. vs. M. St. P. & S. S. M. Ry. Co. et al. 
7338—W. G. La Rue vs. Duluth M. & N. Ry. Co. et al. 
7242—Finch Bros. vs. M. St. P. & 8. S. M. Ry. Co. et al. 
7338-—-W. G. La Rue vs. Duluth M. & N. Ry. Co. et al. 
January 11—St. Joseph, Mo.—Examiner Horton: 
|. & S. 543—Import rates on low-grade blackstrap molasses 
from New Orleans, La., Port Arthur, Tex., and other 
points to Kansas City, Mo., and other points. 


January 11—Marion, O.—Examiner McKenna: 
7349—C. W. Mapes vs. Gt. Nor. Ry. Co. et al. 
January 12—San Diego, Cal.—Examiner Wood: 
7467—San Diego & Arizona Ry. Co. vs. Sou. Pac. Co. 
7085—Mission Brewing Co. vs. A., T. & S. F. Ry. Co. et al. 
January 12—St. Paul, Minn.—Examiner Gerry: 
6710—Bonner’s Ferry Lumber Co. vs. Gt. Nor. Ry. Co. 
January 12—Omaha, Neb.—Examiner Horton: 
|. & S. 5832—Switching charges on grain at Omaha, Neb. 
7267—Fairmont Creamery Co. vs. Union Pac. R. R. Co. 
7339—J. E. Watters vs. C. R. I. & P. Ry. Co. 
7351—Nye Schneider Fowler Co. vs. C. & N. W. Ry. Co. et al. 
6100—Mathew A. Crilly vs. El Paso & S. W. R. R. Co. et al. 


January 12—Cincinnati, O.—Examiner McKenna: 
7317—Houston Coal Co. vs. Pa. Co. et al. 
7406—Cincinnati Grain Co. vs. L. & N. R. R. Co. 
oe Kennedy & Co. vs. Kanawha & W. Va. R. R. Co. 
et al. 


January 13—Cincinnati, O.—Examiner McKenna: 
7482—T. B. Stone Lumber Co. vs. Ill. Cent. R. R. Co. et al. 
January 13—Argument at Washington, D. C.: 

1. & S. 464—Lumber rates from Helena, Ark., and other points 
to Omaha, Neb., Des Moines, Ia., and other destinations. 
6917—Hayden Bros. Coal Corporation et al. vs. D. & S. L. 

R. R. Co. et al. 
January 13—St. Paul, Minn.—Examiner Gerry: 
7086—D. Bergman & Co. vs. C. & N. W. Ry. Co. et al. 
January 13—Memphis, Tenn.—Examiner Watkins: 
|. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 


January 14—Pensacola, Fla.—Examiner Abbott: 

7455—Florida Cypress Co. vs. L. & N. R. R. Co. et al. 
January 14—Argument at Washington, D. C.: 
* ar: ere id Asphalt Paving Co. et al. vs. C. R. I. & P. Ry. 

Co. et al. 

* 4099—Waterbury Chemical Co. vs. C. B. & Q. R. R. Co. et al. 
* 4271—Davidson Bros. Co. vs. C. R. I. & P. Ry. Co. 
* 4575—Chamberlain Medicine Co. et al. vs. Ia. Cent. Ry. Co. 


et al. . 

* 4576—Luthe Hardware Co. vs. C. M. & G. Ry. Co. et al. 

* 4577—Bryant-McLaughlin Asphalt Paving Co. vs. C. Gt. West. 
Ry. Co. et al. . 

* 4584—Langan Bros. Co. vs. C. & N. W. Ry. Co. et al. 

* 4601—Port Huron Machinery Co. vs. C. B. & Q. R. R. Co. et al. 

* 6452—Humane Remedy Co. vs. C. Gt. West. Ry. Co. et al. 

* “a aa Des Moines Committee vs. Minn. & St. L. R. R. 

oO. et al. 

* 6944—Greater Des Moines Committee vs. C. St. P. M. & O. 
Ry. Co. et al. 

January 14—Omaha, Neb.—Examiner Horton: 

* 7424—Abel & Roberts vs. Mo. Pac. Ry. Co. 


January 14—Indianapolis, Ind.—Examiner McKenna: 
7451—Knapp Supply Co. vs. Ohio Ellec. Ry. Co. 
7476—Indiana Veneer & Lumber Co. vs. St. L. I. M. & Sou. 
Ry. Co. et al. 


January 14—Minneapolis, Minn.—Examiner Gerry: 
4105—L. L. May & Co. vs. C. M. & St. P. Ry. Co. et al. (also 
Fourth Section Application). 
7046—Abraham Harris doing business as Mfrs. Supply Co. vs. 
M. & St. L. R. R. Co. et al. 
January 15—Ft. Wayne, Ind.—Examiner McKenna: 
7413—Union City Hoop & Lumber Co. vs. C. C. C. & St. L. 
Ry. Co. et al. 
7441—Tri-State Loan & Trust Co., receiver of Kerr Murray 
Mfg. vs. Wabash R. R. Co. et al. 
7471—Crook Son & Co. vs. N. Y. C. & St. L. R. R. Co. et al. 
7478—Miller Mfg. Co. vs. B. & O. R. R. Co. et al. 
January 15—Minneapolis, Minn.—Examiner Gerry: 
7237—-New Richmond Roller Mills Co. et al. vs. M. St. P. & S. 
S. M. Ry. Co. 
6160—Minneapolis Threshing Machine Co. vs. M. & St, L. R. 
R. Co. et al. 
6181—Minneapolis Threshing Machine Co. vs. M. St. P. & S. 
S. M. Ry. Co. et al. 
7077—Melrose Milling Co. vs. Gt. Nor Ry. Co. 
January 15-16—Argument at Washington, D. C.: 
4914—In the matter of rates, practices, rules and regulations 
governing the transportation of anthracite coal. 
-6770—Western Dodson & Co. et al. vs. Cent. R. R. of N. J. 


January 15—Sioux City, Ia.—Examiner Horton: * 

* 6978—American Linseed Co. vs. C. & N. W. Ry. Co. et al. 
January 16—Meridian, Miss.—Examiner Abbott: 

7263—Meeds Lumber Co. vs. Fernwood & Gulf R. R. Co. et al. 





32 THE TRAFFIC WORLD 


7314—Meeds Lumber Co. vs. Ala. & Vicks. Ry. Co. et al. 

7332—Meeds Lumber Co. vs, Ala. Tenn. & Nor. R. R. Co. et al. 
January 16—Des Moines, Ia.—Examiner Horton: 

7343—MacClemons vs. C. B. & Q. R. R. Co. 

7440—C. Miller & Sons vs. C. & E. I. R. R. Co. et al. 

7429—Kerrihard Co. vs. Sou. Ry. Co. et al. 


January 16—Minneapolis, *Minn.—Examiner Gerry: 
7298—Reeves Coal Co. vs. Ann Arbor R. R. Co. 
7300—Reeves Coal Co. vs. C. M. & St. P. Ry. Co. et al. 
7301—Reeves Coal Co. vs. Pere M. R. R. Co. et al. 
7302—Reeves Coal Co. vs. C. Gt. West. R. R. Co. 
7299—Reeves Coal Co. vs. C. M. & St. P. Ry. Co. et al. 
7376—Reeves Coal Co. vs. L. & N. R. R. Co. et al. 
7408—Reeves Coal Co. vs. Pere M. R. R. Co. et al. 
7409—Reeves Coal Co. vs. C. M. & St. P. Ry. Co. 

January 16—Des Moines, Ia.—Examiner Horton: 

* 7464—Dubuque Altar Mfg. Co. vs. C. Gt. West. R. R. Co. et al. 

January 18—South Bend, Ind.—Examiner McKenna: 
7411—Powell Myers Lumber Co. vs. L. & N. R. R. Co. et al. 

January 18—Meridian, Miss.—Examiner Abbott: 
7264—G. B. Merrill & Bro. vs. Ill. Cent. R. R. Co. et al. 
7279—Hinton Bros. Lumber Co. vs. Ala. & Miss. R. R. Co. 


et al 
7208—Hinton Bros, Lumber Co. vs. G. & S. I. R. R. Co. et al. 


January 18—Birmingham, Ala.—Examiner Watkins: 
Il. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 
January 18—St. Louis, Mo.—Examiner Wood: 
3864—Traffic Bureau of the Sioux City Commercial Club vs. 
A. & 9. R. R. Co. et al. . 
5294—Kirby Lumber Co. vs. G. C. & S. F. Ry. Co. et al. 
January 19—Toledo, O.—Examiner McKenna: 
7330—National Supply Co. of Kansas vs. L. S. & M. S. Ry. 


Co. et al. 
enna Supply Co, of Kansas vs. L. S. & M. S. Ry. 
0. et al. 
= a Supply Co. of Kansas vs. T. St. L. & W. R. R. 
0. et al. 


January 19—Minneapolis, Minn.—Examiner Gerry: 
7450—Pillsbury Flour Mills Co. vs. C. R. I. & P. Ry. Co. et al. 
7216—Van Dusen-Harrington Co. vs. Gt. Nor. Ry. Co. et al. 
a Dusen-Harrington Co. vs. C. M. & St. P. Ry. Co. 

et al. 
6936—McCaull-Dinsmore Co. vs. C. B. & Q. R. R. Co. et al. 
7099—McCaull-Dinsmore Co. vs. C. & N. W. Ry. Co. et al. 
(also Fourth Section Application). 

January 19—St. Louis Mo.—Examiner Wood: 

|. & §S. 501—Proportional rates on rain products from 
Guede, Neb., and other points to destinations south of Ohio 
ver. 

January 19—Louisville, Ky.—Examiner Watkins: 

l. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 
6808—I. T. Axton vs. Kanawha & Mich. Ry. Co. et al. 
Also Fourth Section Applications: 
1952—Louisville & Nashville R. R. Co. 
4966—Chesapeake & Ohio Ry. Co. 
7218—Standard Oil Co. vs. L. S. & M. S. Ry. Co. et al. 

January 20—St. Louis, Mo.—Examiner Wood. 

1, & S. 527—Scrap iron rates from New Orleans, La., and other 
points to the Ohio River crossings and other destinations. 
7394—Big Muddy Coal & Iron Co. vs. Ill. Cent. R. R. Co. et al. 

January 20—Chicago, Ill.—Commissioner Daniels: 
7090—iIn the matter of embargoes. 

January 20—Minneapolis, Minn.—Examiner Gerry: 
6330—Fullerton Lumber Co. vs. Ala. Cent. R. R. Co. et al. 

(also Fourth Section Application). 


January 20—Birmingham, Ala.—Examiner Abbott: 
7485—Kilby Locomotive & Machine Works vs. Sou. Ry. Co. 
et al. (also Fourth Section Application). 
7419—Holland Blow Stave Co. vs. L. & N. R. R. Co. 
January 22—St. Louis, Mo.—Examiner Wood. 
7100—Cape Girardeau Portland Cement Co. vs. St. L. & S. F. 
R,. R. Co. et al. 
7109—Cape Girardeau Portland Cement Co. vs. St. L. & 9 F. 
R. R. Co. et al. 
January 21—Chattanooga, Tenn.—Examiner Abbott: 
7446—Lookout Refining Co. vs. L. & N. R. R. Co. et al. 
January 21—Henderson, Ky.—Examiner Watkins: 
7156—Rockport Drain Tile Co. vs. Sou. Ry. Co. 
or Springs Distilling Co. et al. vs. L. H. & St. L. Ry. 
o. et al. 
7286—Henderson Commercial Club vs. Ill. Cent. R. R. Co. et al. 


January 22—Winona, Minn.—Examiner Gerry: 
1. & S. 535—Grain rates between Winona, Minn., and Minne- 
apolis, Minn. 
January 23—Louisville, Ky.—Examiner Abbott: 
7460—Ohio Valley Tie Co. vs. L. & N. R. R. Co. et al. 
7462—C. C. Mengel & Bro. Co. vs. B. & O. R. R. Co. et al. 
January 23—La Crosse, Wis.—Examiner Gerry: 
7337—John Gund Brewing Co. vs. C. B. & Q. R. R. Co. et al. 
7248—La Crosse Shippers’ Assn. et al. vs. C. & N. W. Ry. Co. 


et al. 
ee Heilman Brewing Co. et al. vs. C. B. & Q. R. R. Co. 
et al. 
January 25—Louisville, Ky.—Examiner Abbott: 
6619—Greenbaum Co. vs. Sou. Ry. Co. et al. 

This hearing is for the purpose of affording complainant 
an opportunity to submit proof of damage on account of 
undue preference alleged in the complaint. 

January 25—Morgantown, W. Va.—Examiner Abbott: 
6861—Athens Glass Co. et al. vs. B. & O. R. R. Co. et al. 
January 25—Richmond, Ky.—Examiner Watkins: 


7128—Richmond Commercial Club vs. L. & N. R. R. Co. et al, 


(also Fourth Section Application). 
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January 25—Kansas City, Mo.—Examiner Dow: 

* 1, & S. 504—Rates on grain and grain, products from Topeka, 
Kan., Kansas City, Mo., and other points to Dubuque, Ia., 
and other points. 


January 26—Kansas City, Mo.—Examiner Dow: 

* 1, & S. 540—Lumber rates from points in Arkansas and other 
states to Sioux City, Ia. 

January 27—Kansas City, Mo.—Examiner Dow: 

* 1, & S. 541—Grain elevation allowances at Kansas City, Mo., 
and other points. 


January 27—Middlesboro, Ky.—Examiner Watkins: 
l. ~ 478—Commodity rates to Middlesboro, Ky., and other 
points. 


January 27—Washington, D. C.—Commissioner McChord: 
6239—In the matter of minimum charges on articles too long 
or too bulky to be loaded through the side doors of cars. ° 


January 28—Kansas City, Mo.—Examiner Dow: 
* 1. & S. 534—Rates on petroleum oil from Coffeyville, Kan., 
and other stations to stations in Missouri. 


January 29—Kansas City, Mo.—E'kaminer Dow: 
* 6817—Kanotex Refining Co. vs. A. T. & S. F. Ry. Co. 
* 6846—Mutual Oil Co. vs. A. T. & S. F. Ry. Co. 


February 1—Kansas City, Mo.—Examiner Dow: 
* 7306—American Cement Plaster Co. vs. A. T. & S. F. Ry. Co. 
et al, 


February 3—Kansas City, Mo.—Examiner Déw: 
* 7357—Peet Bros. Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 


February 5—Kansas City, Mo.—Examiner Dow: 
* 7427—Kansas City Live Stock Exchange vs. A. T. & S. F. 
Ry. Co. et al. , 


February 8—Kansas City, Mo.—Examiner Dow: 

* 7352—Traffic Bureau of the Commerce Club of St. Joseph, 
Mo., vs. C. & N. W. Ry. Co. et al. 

* 7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 

* 7501—Department of Traffic of the Commercial Club of Kansas 
City vs. C. B. & Q. R. R. Co. et al. 

* 7311—Traffic Bureau of the Sioux City Commercial Club vs. 
Cc. & N. W. Ry. Co. et al. ; 

* —=—— Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et al. 


February 13—St. Joseph, Mo.—Examiner Dow: 
* 7172—Byers Bros. & Co. et al. vs. Union Pacific R. R. Co. et al. 


February 15—Omaha, Neb.—Examiner Dow: 

* 7352—Traffic Bureau of the Commerce Club of St. Joseph, 
Mo., vs. C. & N. W. Ry. Co. et al. 

* 7447—Traffic Bureau of the Commercial Club of Atchison, 

Kan., vs. C. & N. W. Ry. Co. et al. 

* 7501—Department of Traffic of the Commercial Club of Kan- 
sas City vs. C. B. & Q. R. R. Co. et al. 

* 7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W. Ry. Co. et al. 

* —a Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et al. 


February 18—Omaha, Neb.—Examiner Dow: 
* 7117—Nebraska State Ry. Com. vs C. B. & Q. R. R. Co. 
* 7230—Nebraska State Ry. Com. vs. Union Pac. R. R. Co. et al. 


DIGEST OF NEW COMPLAINTS 


No. 7527. Sub. No. 1. Detroit Coal Exchange & Builders’ & 
Traders’ Exchange of Detroit vs. Grand Trunk Western et al. 
Unreasonable, discriminatory and unduly preferential weigh- 
ing and switching charges on coal. Cease and desist order 
asked for and such other and further relief as the Commis- 
sion shall deem the case warrants. 
No. 7560. Meeker & Co., Philadelphia, Pa., vs. Erie Raihoad 
et al. 

Unjust and unreasonable rates on anthracite coal from the 
Wayne washery, Clemo, to Tidewater. Ask for cease and 
desist order, just and reasonable rates and reparation. 

No. 7561. New Orleans Joint Traffic Bureau vs, Morgan’s Lou- 
isiana & Texas Railroad & Steamship Co. et al. ~ 

Unjust and unreasonable commodity rates, in excess of class 
rates from New Orleans to Houston, Galveston, Beaumont, 
Port Arthur and other points in Texas. Ask for cease and 
desist order and just, reasonable and non-discriminatory rates. 

No. 7562. Updike Grain Co., Omaha, Neb., vs. C., St. P. M. & 
O. Ry. et al. 

Unjust, unreasonable and excessive freight charges on ship- 
ments of corn, from Iowa points to Council Bluffs, the rates 
being made up on combinations. Just and reasonable rates 
asked for and reparation. 

No. 7563. W. A. Curl, Salt Lake City, vs. San Pedro, Los 
Angeles & Salt Lake Railroad Co. 

Against failure of defendants to make allowance for unused 

part of passenger ticket. Reparation asked for. : 
No. 7565. Florence Wagon Works, Florence, Ala., vs. Pitts- 
burgh, Cincinnati, Chicago & St. Louis Ry. Co. et al. 

Against a rate of 54c per 100 Ibs. on iron chain, Marion, 
Ind., to Florence, as unjust, unreasonable and excessive. Ask 
for rate of 47c and reparation. 

No. 7564. Mt. Pleasant Fertilizer Co., Mt. Pleasant, Tenn., vs. 
Illinois Central et al. : 

Against a rate of $2.90 per ton on fertilizer, Mt. Pleasant 
to Greenville, Ky., C. L., and of 19.5c per 100 Ibs., L. C. L., 
Mt, Pleasant to Uniontown, Ky. Ask for rates of $2.60 and 
18.3c, respectively, and reparation. ‘ 

No, 7566. Nationai Pickle & Canning Co., St. Louis, Mo., vs. 
Celene, Burlington & Quincy Railroad Co. 

Against a rate of 10c per cwt. on tomato pulp, in casks or 
barrels, from Keokifk, Iowa; to St. Louis. Ask for a rate of 
7c and reparation. 
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No. 7471. Sub. No. 1. Crook, Son & Co. vs. Vandalia et al. 

Against a rate of 8c on logs from Collins, Ind., to Hicksville, 
O., as unjust and unreasonable and unduly discriminatory in 
favor of competitors at Dayton and Piqua, O. Ask for a rate 
of 4%c and reparation down to that basis. 

No. 3864, Supplemental complaint, Fullerton Lumber Co., Sioux 
City, Ia., vs. Anderson & Saline River et al. 

Asks for reparation under Commission’s decision in Sioux 
City Commercial Club vs. Anderson & Saline River, amounting 
to $2,860.42. 

No. 7324, Sub. No. 4, Pfister & Vogel Leather Co., Milwaukee, 
Wis., vs. Pennsylvania R. R. Co. et al. 

Against a rate of 34 cents on myrobalans from Philadelphia 
to Cheboygan, Mich., as excessive and unjust. Ask for a cease 
and desist order, a rate of 28 cents and reparation. 

No. 7415. Ford Motor Co., Detroit, vs. Lake Shore & Michigan 
Southern et al, 

Alleges unjust and unreasonable rate on motor car fenders, 
Detroit to Kansas City. Asks for reasonable rate not to ex- 
ceed 24% cents to the Mississippi and 32 cents beyond and 
reparation. ‘ 

i Lee ead No. 1. Crook Son & Co., Hicksville, O., vs. B. & 

. et al. 

Alleges unjust and unreasonable rates on wooden tent pins, 
Hicksville to Kansas City. Ask for rate not exceeding the 
lumber rate and reparation down to that basis. 

No. 7548. Swift & Co., Chicago, vs. Union Pacific et al. 

Against unjust, unreasonable and discriminatory rates on 
salt from Kansas salt mines to Fort Worth and North Fort 
Worth, as compared with mine rates from Kansas mines to 
Oklahoma City. Ask for just and reasonable rates. 

No. 7567. Federal Sugar Refining Co., New York City, vs. Old 
Dominion Steamship Co. and Southern Ry. 

Against a rate of 33 cents on sugar, C. L., New York to 
Atlanta, as unjust and unreasonable in comparison with a 
rate of 30 cents from New York through Atlanta to Birming- 
ham. Asks for a rate not exceeding 30 cents and reparation. 

No. 7567, Sub. No. 1. Federal Sugar Refining Co. vs. Old Domin- 
ion and Seaboard. 

Same. as preceding. 

No. 7567, Sub. No. 2. Same vs. Clyde Steamship Co., Southern 
and Georgia R. R. 

Same as preceding. 

No. 7567, Sub. 3. Same vs. Ocean Steamship Co. of Savannah 
and Central of Georgia. 

Same as preceding, with reference to rates to Macon and 
Columbus. 

No. 7568. Colorado Tent and Awning Co., Denver, vs. Denver 
& Rio Grande et al. 

Against a rate of $2.135 on bales of cotton fabric, Akron, 
O., to Denver, as unjust, unreasonable and discriminatory. 
Asks for a rate of $1.53 and reparation. 

No. 7569. Vaughan Lumber Co., San Antonio, Tex., vs. Louisi- 
ana & Arkansas et al. 

Alleges excessive charges on shipment of lumber from 
Buchanan, Ark., to Valley Junction, Tex., for reconsignment. 
Asks for reparation. 

No. = Harvey S. Souder, Souderton, Pa., vs. Lehigh Valley 
et al. 
Against a rate of 14 cents on cedar logs from Jersey City 
to Souderton and Allentown. Asks for a rate of 10 cents and 
reparation. 
No. 7571. Moreland Motor Truck Co. 
Pedro, Los Angeles & Salt Lake et al. 

Against rates on motor truck wheels and parts from Lans- 
ing and Jackson, Mich., as unjust, unreasonable and ex- 
orbitant. Ask for a cease and desist order and reparation 
amounting to $1,158. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
—_ office of The Traffic Service Bureau at a nominal 
charge.) 


Los Angeles, vs. San 


A889, Case No. 6252, Fleischner-Mayer & Co. vs. Nor. Pac. 
et al. Rates for the transportation of L. C. L. shipments of 
dry goods from Portland, Ore., to Katchikan, Alaska, not found 
unreasonable and complaint dismissed. 

A890, Case No. 6471. Gate City Malt Co. vs. C. St. P. M. & 
O. et al. Complainant not having been damaged by the main- 
tenance of rates on barley from Minneapolis, Minn., to Omaha, 
Neb., higher than the rates contemporaneously in effect from 
and to same points on malt. Complaint dismissed. 

A891, Case No. 6727. Independent Cooperage Co. vs. Maine 
Central et al. Complainant’s allegation that defendants mis- 
routed carload shipments of staves transported from Ellwood 
Falls, Me., to Sheridan, N. B., not sustained by evidence and 
mr dismissed: 

A903, Case No. 6256. Dean & Co., Inc., vs. Buff. & Susaq. 
et al. Defendant’s practice requiring shippers at their own 
expense to furnish bulkhead used in connection with carload 
shipments of produce not found unreasonable. Reparation 
awarded account of overcharge. 


ORDERS OF COMMISSION. 

The Commission has reopened No. 4748, the C. Pardee 
Works vs. Central of New Jersey et al.; No. 5217, Louis- 
ville Board of Trade et al. vs. Indianapolis, Columbus & 
Southern Traction et al., for the purpose of prescribing 
divisions, and I. and S. No. 175, involving rates on asphalt 
and asphaltum, for reargument only. 
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Orders of dismissal, at the request of the complain- 
ants, have been entered, as follows: 

No. 5515, Montana Railroad Commissioners vs. North- 
ern Pacific et al.; No. 4268, Greater Des Moines Committee, 
Ine., vs. Atchison et al.; No. 6942, Karrenbrock Milling 
Co. vs. C. B. & Q. et al.; No. 5305, John W. Keogh & Co. 
vs. Chicago, St. Paul, Minneapolis & Omaha et al; Grand 
Rapids Lumbermen’s Association vs. Grand Rapids & In- 
diana et al.; No. 6622, E. J. Johnson vs. Atchison, Topeka 
& Santa Fe; No. 7088, Tompkins-Kiel Marble Co. vs. 
L. & N. et al. 


REPORT ON TRAIN WRECK 


THE TRAFFIO SERVIOB NEWS, ,BURBAU, 
Colorado Building, Washington, D. OC. 


The wreck of a Chicago, St. Paw, Minneapolis & 
Omaha passenger train near Bigelow, Minn., on Feb. 9, 
1914, resulting in the death of one passenger and one 
express messenger and the injuring of 11 passengers, two 
mail clerks, two porters and two conductors, has brought 
forth a forty-page report from H. W. Belnap, chief of 
the division of safety of the Interstate Commerce Com- 
mission. It covers not only the facts with regard to the 
broken rail that caused the ditching of the train, but 
also a report on the examination of 121 rails, the heads 
of which had been split and which had been removed 
from various tracks before they had caused any damage. 
This particular rail was broken into 74 pieces. The con- 
clusion drawn by the bureau of standards’ investigators 
is that it was a case of “splithead,”’ due to the poor 
quality of steel. . 

S. W. Stratton, director of the bureau of standards, 
in his part of the report, says: “It seems very probable 
that the split was caused by repeated applications of 
excessive stresses to a poor quality of rail material.. 

“If there was any inspection before the railroad com- 
pany’s acceptance of the rail lot, of which this rail was 
one, it is evident that it either failed to discover the poor 
quality of the steel of thie rail or the rail was accepted 
in spite of its quality.” 

Inasmuch as the type of fracture that caused this 
wreck frequently occurs, Mr. Belnap broadened the scope 
of his inquiry in the manner indicated and the conclusions 
formed by reason of the facts disclosed are set forth. In 
that part of his report he says: 

“The presence of inherent and undeveloped seams 
and splits in rail heads cannot be predicted from avail- 
able data concerning the state of the steel in the ingot 
nor the condition of the rail when it reaches the track. 
Assurance that inherent and hidden defects do not exist 
in rails can be furnished only as a result of a thorough 
investigation of ingot and mill conditions.” 

In another place he says: “Rigorous and vigilant 
track inspection is the only safeguard which can at pres- 
ent be relied upon for detection of rail defects of this 
type.” 

The rail, which was made by the Carnegie Steel Co. 
in September, 1899, was inspected 1414 hours before the 
derailment of the Twin City Limited, and a westbound 
train passed over it about two hours before the wreck 
without the crew of that train discovering anything out 
of the ordinary. In the Stratton part of the report the 
assertion is made that the steel in the rail is a “very 
coarse-grained Bessemer steel of about normal carbon 
content and without excessive segregation about the split, 
but the inner portion has a phosphorus content consid- 
erably above the maximum specified for rails of tHis type 
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and weight. The metal is decidedly inhomogeneous, badly 
streaked, and laminated, especially in the web, and 
contains microscopic fissures. The outer portions of the 
rail are rich in ferrite, and consequently soft and ductile, 
as is shown by the flow of the metal in the head under 
wheel loads.” 


PERSONAL NOTES 


David G. Black, general agent of the Great Northern 
Railway Co. at St. Louis, was born in Glasgow, Scotland, 
April 17, 1871. He started railroading April 1, 1887, in 
the offices of the Pennsylvania Lines West of Pittsburgh 
at Struthers, O., going to the office of division freight 
agent at Cleveland, O., two years later. March 1, 1891, 
he was appointed contracting freight agent, Northern Pa- 
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cific Railway at Pittsburgh, and April 1, 1892, assistant 
general agent of the same line at Duluth, Minn., going to 
the Marshall-Wells Hardware Co., Duluth, Minn., as traffic 
manager July 1, 1898. June 1, 1903, he re-entered railway 
service as district freight agent, Great Northern Railway, 
at Pittsburgh, being promoted to general agent, freight 
department, at Minneapolis, May 1, 1905, to that of gen- 
eral agent, Spokane, Wash., Aug. 1, 1907, and to a similar 
position at St. Louis, Mo., Nov. 1, 1914. He is a tenor 
singer of more than ordinary ability, and while at Pitts- 
burgh always had a place on the program of the annual 
dinners of the Traffic Club. Even while general agent 
at Minneapolis, he used to return to Pittsburgh for that 
event. 

The Louisiana & Arkansas Railway Co. will, January 
1, open a commercial agency in New Orleans. D. M. Rea, 
formerly commercial agent for the North & South De- 


spatch, will be the appointee, and his title will be com- 
mercial agent. 

F. G. Hamblen, the new traffic manager of the Kansas 
City & Memphis Railway Co., Rogers, Ark., was born at 
Humansville, Polk County, Mo., March 4, 1886. He re- 
ceived common and high school education in the schools 
of Humansville and Bolivar, Mo. On Sept. 18, 1907, he 
did his first railroad work at Springfield, Mo., working 
under J. R. Drett, local freight agent for the St. L. & 
S. F. R. R., as freight trucker, working nights at 13 cents 
an hour. In March, 1907, he was promoted to clerk in 
the local freight office of the same company, and held 
several different positions in that office, until November, 
1909, when he went to Rogers, Ark., as joint agent for the 
K. C. & M. Ry. and Wells Fargo Express Co. In 1911 
he was promoted to trainmaster for the K. C. & M., and 
later held positions as commercial agent and general 
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agent until Dec. 1, 1914, when he was appointed to traffic 
manager, vice R. C. Hobbs, who was made general 
manager. 

W. P. Briggs is appointed general attorney of the 
Pacific & Idaho Northern Railway Co., with headquarters 
at New Meadows, Idaho. 

A. F. Zipf has been appointed traffic manager of the 
White Pass & Yukon, with headquarters at Seattle, Wash., 
succeeding J. E. Dempsey. 

S. T. Bledsoe, general attorney of the Atchison, To- 
peka & Santa Fe at Oklahoma City, Okla., has been ap- 
pointed assistant general solicitor, with headquarters at 
Chicago. 

Eugene Duval, assistant general western agent of the 
Chicago, Milwaukee & St. Paul at Omaha, Neb., has been 
appointed general western agent at that place, succeeding 
F. A. Nash, deceased. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods forlncreasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


THE INDUSTRIAL TRAFFIC MANAGER 
AND HIS DUTIES 





(Paper read by J. K. Hamilton at December 14 meeting of 
the Traffic Branch of the Cincinnati Chamber of Commerce. 
The paper took a prize of $25.00.) 


In the industrial field the title of traffic manager, as 
well as his position, is comparatively new. In a great 
many cases at the present time this title is carried by 
men who are almost ignorant, as far as knowing the 
duties of an industrial traffic manager, they gaining this 
title by being associated with their company a long time 
and being in charge of the freight routing. They know 
comparatively little, though, about rates, classifications, 
etc. 

Unfortunately, until recently, there have been no local 
schools where men could be trained for holding these 
positions; consequently the real traffic men of to-day are 
only those who have been taught from long years of 
practical experience, this being both railroad and indus- 
trial. The industrial end is far different from the rail- 
road end. It is very essential that the industrial traffic 
manager be well acquainted with a good bit of the rail- 
road work. 

An industrial traffic manager, to be a success, first, 
should become fully acquainted with the different com- 
modities his firm is interested in, the material they are 
made of and the value of both the raw and the finished 
product. He will then be an asset to all departments. 
For instance, by co-operating with the purchasing agent, 
that such data can be given to that department to enable 
them to tell immediately, when purchasing, if the man 
quoting f. o. b. point of origin, is really quoting the same 
price or a better price than the man quoting f. o. b. 
destination. Also, in a great many cases, a freight allow- 
ance will be made by the shipper, if he knows in advance 
just what this will amount to. 

Another advantage to the purchasing agent is to have 
a list covering the different express rates from the places 


that he purchases from. By referring to them he can- 


tell if it is cheaper to ship a certain article by express, 
after figuring the drayage at both ends, plus the freight. 
Also it may happen that his requisition calls for some 
article that is in an exceedingly big hurry. As a general 
rule, express spells expense, but by knowing what this 
expense will amount to, and understanding what the 
expense, due to delay, will mean to the shop, the traffic 
manager, by furnishing correct information as to rates 
and routes, will put him in a position to pick out the 
route that will be cheapest in the long run. 

Another advantage (that is, if the nature of the busi- 
ness warrants) is to have different shipments, instead of 
being brought to the factory and then rehandled and re- 
shipped, go direct to the customer, especially if these 
goods are sold f. o. b. factory and are bought f. o. b. 
point of origin. This, if handled properly,. will not only 
save his company the freight, but also the customer. 


Another problem that should be taken care of by the 


traffic man, and can only be taken care of by him, pro- 


viding he knows the value of the commodities and the 
specifications of same, is for him to ascertain if his com- 
pany is paying the proper freight rate. | Also if the goods 
are being properly classed. 


Acquaintance with Classifications. 


First, he must be acquainted with the different classi- 
fications and, if he is sure his commodity is being classed 
higher than it should be, by taking it up and appearing 
before the classification committee, in the territory this 
committee has jurisdiction, if he can support his claim 
with all necessary data, as a general rule they will see 
that the proper class is given. It is well in these cases 
also that he interest as many of the general freight agents 
as possible, going into detail with them and getting their 
view, before taking up with the classification committee. 
They are important factors, and a recommendation from 
them goes a great way in convincing the committee that 
your statements are correct. 


To ascertain if the rates you are paying are fair 
and on the same basis as your competitors in other parts 
of the country, it is necessary to know the rates govern- 
ing the points your competitors ship from and also the 
relationship and advantages these points have in com- 
parison with yours in receiving raw material. To do this 
he must have a list of his different competitors and ascer- 
tain if their sales in-certain territories are a great deal 
more in proportion to his. It is then necessary that he 
become acquainted with the different tariffs, to know 
just what rates they are paying in comparison with what 
is assessed on your freight. He must then be able to 
know how these rates are computed and be able to tell 
if the rates paid by his company to the said territories 
are on the basis of his competitors, taking in consideration 
the natural resources, such as lakes, rivers, etc., which 
all have a bearing in making rates. 

The basis of rate making depends on many different 
problems. Ofttimes, taking all in consideration, the rate 
covering your commodity may be way out of proportion 
in comparison with the rate your competitors are paying 
to the same territory. If it is impossible to have this 
reduced to a satisfactory basis, through the railroad offi- 
cials on whose tracks you are located, to-day you have 
such recourse by filing complaint with the Interstate 
Commerce Commission and have that body give such 
decision, which will have to be accepted by the railroad 
as well as yourself. 

The question for the traffic manager to decide is if 
any of these rates in effect are unfair to his company 
by giving competitors some unmerited advantage. This 
should make the relationship of the traffic manager with 
the sales department, if he is able to furnish such in- 
formation, very close. 

Another great help to the sales department is for 
him to improve the service by routing his freight so as 
to receive the best delivery possible. To do this he 
should load, as far as possible, freight moving in the 
same direction, to some distant junction point, direct 
from his factory. Car will not have to be handled until 
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this point is reached, when same will break bulk. This 
not only saves time, but also keeps the freight from 
being unnecessarily handled, which eliminates both dam- 
age and delay. 


Package Car Schedules. 


He must also be acquainted with the different pack- 

age car schedules and to know which roads maintain 
these schedules, favoring the lines which show the best 
service. ‘ 
Customers of to-day are very particular, and delivery 
is one of the central means of keeping a satisfied cus- 
tomer; also one of the best assets in creating new ones. 
It is therefgre his duty to be acquainted with the quick- 
est routes for both his carload and less-than-carload 
business. He should know what railroads load through 
merchandise cars and which ones load only so far, on 
account of not having sufficient tonnage, and then re- 
handle. 

It is well for the traffic manager to be acquainted 
with the different railroad men, from the yardmaster 
in his district on up, as they are good friends if you need 
some special quick action at any time, for, if there hap- 
pens to be a car shortage, they are the men, to a certain 
extent, to see that you are supplied. These men, as 
a general rule, can be relied upon during such a crisis. 
A railroad, like all large corporations, has a great many 
different departments, which are usually instrumental in 
a great deal of red tape. To save time, the yardmaster 
in your district can be of a great deal of assistance. 


Another responsibility that rests upon the traffic 
manager is the packing and marking. The packing and 
shipping of machines that are easily broken has become 
a specialty, requiring minute knowledge. It is to your 
company’s credit and your competitor’s detriment, to 
have your shipments arrive at destination in good con- 
dition. To have machines received by the customer 
broken or damaged, due to faulty boxing or crating, will 
soon result in this customer looking elsewhere. 

It is further necessary that the traffic manager be 
acquainted, with what is needed, so that shipment is 
packed safe, and also see that his boxing foreman lives 
up to his specifications. 

The marking also should be very plain and all old 
marks erased, so there will be no excuse for loss from 
that source. Care should be taken to show the con- 
signee’s name in full; also the shipper and where pack- 
age originated from, so, if for any reason same is loaded 
in error, agent that receives same free, astray, can tell 
just where the shipment should go and where it is from. 

The traffic manager of to-day should also be able 
to file claims correctly, be able to give all information 
necessary at time claim is filed. For overcharge he 
should give the tariff authority or the reference in the 
classification, as the case may be. For damage, the 
nature of same, credit for all scrap and salvage, and, 
where it is possible, the invoice covering the original 
movement. Loss claims are generally the most trouble- 
some, as the railroads—which is a most natural thing— 
try to locate shipment before they will pass these claims 
for payment. They will also try to prevail upon con- 
signees to accept delivery. This ofttimes causes technical 
questions to arise, like unnecessary delays, resulting quite 
often in cancellation of order, consequently loss of an- 
ticipated profit. These expenses, resulting in carrier’s 
error, should be borne by them accordingly, so in a great 
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many cases it takes a long time before claims of such 
nature are finally paid. 


Able to Trace Shipments. 


The traffic manager should also be able to trace ship- 
ments, so as to receive the best results. To trace 
properly he has to do more than just write the railroad 
company, advising that a shipment is overdue, with a 
request to trace, as generally they are overburdened with 
similar requests, and it may mean days before your tracer 
is given attention. The logical way to trace less-than-car- 
load shipments is for the traffic manager to do his own 
tracing, which means, first, to get the billing reference, 
then the car shipment was loaded into; this is received 
from the bill clerk at the station shipment was delivered 
to. It is then s:ecessary to get the yard department 
and receive from them the forwarding reference cover- 
ing this particular car; that is, the train this car moved 
in. He should then wire or write to the next junction; 
that is, if the shipment is forwarded through one or 
more transfer points, and give the agent at transfer com- 
plete reference. 

With this information he should be able to ascertain 
immediately if shipment was handled at his depot and, 
upon request, will then wire or write you, giving his 
record. This method of tracing is bound to bring re- 
sults, as at all times you are acquainted first hand with 
the entire handling of the shipment; also, if it has reached 
a certain point, and, if not, you are in a position to go 
after the operating department, if overdue, and find out 
the reason why. This enables you to give definite in- 
formation to your customer. You also have an authentic 
check. on the actual time the railroad is maintaining. 
This will put you in a position to know first hand if 
the railroads you are favoring are keeping their package 
car schedule as published, or what per cent of your 
shipments they are falling down upon, which will finally 
show if they will merit your future patronage, it being 
well known that the best advertising is received through 
a satisfied customer. It therefore places on the traffic 
manager the responsibility of keeping this customer sat- 
isfied, so far as delivery of his shipments is concerned. 

He must go farther than just advise that the ship- 
ment has been made and then stop, letting the respon- 
sibility of delivery rest upon the railroad, but first should 
ship by the best route, and then, if, through some cause 


.or other, shipment is delayed, he should immediately 


use his good offices for the benefit of the customer and 
assist him in every way, so as to expedite delivery. He 
can co-operate with him by furnishing complete forward- 
ing and: billing reference. This will enable him to also 
trace from his end. He appreciates you are not re- 
sponsible for carrier’s delays, and if you show him that 
you are doing all in your power to bring about delivery 
you will create a confidence that will make this customer 
a lifelong friend. 

One great trouble experienced by the railroads is 
the abuse of the tracing system. Some shippers expect 
the impossible from the railroads. They ofttimes request 
tracers before shipment leaves the depot. This burdens 
the railroad with a great deal of extra work. It is a 
known fact, also, that customers often wire for tracer 
when shipment has not been en route long enough for 
delivery to be made; also often when shipment has been 
delivered and in the warehouse. This carelessness is 
due to not having proper co-operation between the re- 
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ceiving and purchasing departments. All of this reduces 
the efficiency of the legitimate tracer. 


Weight Agreement. 


The traffic manager, if possible, should have his 
company a part of the weight agreement with the weigh- 
ing and inspection bureau of his district. This elimi- 
nates all disputes with the carrier as to the net weight 
of shipments, as the weighing bureau appoints some 
party, under oath, to be responsible for all weights. The 
railroad then accepts the weights given, resulting that 
your shipments are not delayed on account of the neces- 
sity of being reweighed. In carload business this not 
only saves the delay resulting from reweighing, but also 
eliminates overcharges, which frequently result other- 
wise, due to the fact that the stencil tare of the car, 
which had to be taken by the railroad as authentic, 
often was a great deal less than the actual tare weight. 
This is accounted for by the fact that the tare weight 
of the car varies, on account of weather conditions. 
For instance, if the car was weighed light by the rail- 
road and stenciled in the summer when the weather 
was dry, and used by the shipper on a day that the car 
had about two feet of snow on the roof and had addi- 
tional weight on account of being wet, the tare weight 
would increase in proportion. Consequently, if the sten- 
cil tare was used, the consignee would be paying freight 
on this snow and additional weight. By having the 
weight agreement, your weighmaster weighs the car light 
before loading, reporting the discrepancy, if any, in his 
report. This he gives the bureau daily. The railroad 
accepts this weight accordingly, thus saving your cus- 
tomer or yourself the trouble of collecting the over- 
charges which otherwise would have resulted. 


The inspection bureau is a great help if you hap- 
pen to have a shipment which the classification does 
not cover. For instance, some commodity that bears 
a trade name, which is being introduced to the trade, 
that was never heard of before. For instance, in the 
ice-making business, there is the shell type brine cooler. 
This is not shown in any of the classifications at present, 
though being on the market for some time. The rail- 
roads have been using their own discretion as to the 
proper rating of same, some charging 1% times first, 
others first, and others second or third class. This 
cooler is similar to a tubular boiler in all respects, ex- 
cept that it is somewhat heavier to the cubic foot than 
a boiler, consequently it should not be rated higher. 
The inspection bureau, after their attention was called 
to it, on account of same being apparently overcharged, 
saw that the railroads charged accordingly, and since 
then the different classification committees have included 
this commodity in their new classifications, which elimi- 
nates further controversy. 

Their position is somewhat like a probation officer; 
that is, to see that the shippers live up to the different 
transportation rules, and also that the railroads receive 
all that is coming to them, they acting as officer and 
judge between the two. Though they benefit the shipper, 
the expense of maintaining this bureau is solely borne 
by the railroads. 


Foreign Markets. 


To secure foreign markets, it is necessary to have 


both broad and accurate knowledge of the peculiar trade - 


conditions existing in different countries, of the local 
customs and tastes, the character of goods demanded, 
and last, but not least, the banking and transportation 
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facilities and the prevailing systems of credit. It is 
therefore necessary to-day for the traffic manager, if 
his company is interested in exporting, to be familiar 
with these trade conditions, the packing requirements, 
the different customs regulations, and, if the shipments 
are not handled through some export agent, it is neces- 
sary that he be acquainted with the different water car- 
riers and see that he receives the lowest rates, as steam- 
ship companies are at liberty to quote contract prices 
for large consignments, they not being under the juris- 
diction of the Interstate Commerce Commission. The 
traffic manager should see that his shipment is knocked 
down as much as possible, so that a compact package 
can be made. The boxing also should be of ample 
strength to withstand the handling at the steamship pier. 
This is very essential, as customers abroad soon get 
disgusted if they receive their shipments in a damaged 
condition, due to faulty boxing. 

The steamship rates are made at their option, weight 
or measurement, so the cubic contents of the package 
has a bearing on your rate. Competition being very 
keen between the different steamship companies on large 
consignments, as New York is the largest export city, 
usually the best rates are received through this port; 
consequently, the ‘majority of our export business moves 
through this medium. 

Also to know the different insurance rates. Every- 
body, as a rule, is familiar with fire and life insurance, 
but marine insurance, by far the most ancient, in gen- 
eral, is the least understood. Lloyds is synonymous with 
marine insurance, they being. probably the oldest in the 
field. The traffic manager should be familiar with the 
different policies, so as to insure protection against any 
and all loss. Of course, the different policies depend if 
you want to insure against all risks, or just partly 
insure. He should also be able to handle negotiable 
documents and know the different rates of exchange. 


The receiving department is usually under the juris- 
diction of the stores department or purchasing agent, 
but the traffic department should have charge ‘of all 
shipments until same are actually received. He should 
have a tally made of the contents of package cars, when 
they are unloaded, so that he will have an actual check 
in case of any disputes that may arise later. He should 
also see that all shipments are received in good condi- 
tion, and all shortages are taken care of by the agent’s 
notation on the original expense bill. On account of 
the limitation clause, outlawing claims; if not made 
within four months from date of bill of lading, which 
is part of the conditions shown on the bill of lading, all 
shortage and damage shipments should be watched 
closely, so that if a claim is necessary, it is filed in the 
time limit. 

Audit of Expense Bills. 


The traffic department should audit all expense bills 
to see that the proper rate is charged and, if shipments 
are bought f. o. b. factory, should see that the freight 
is deducted from invoice, or is charged .back to customer. 
He should see, if any concealed damage is found after 
unpacking, that an affidavit is made covering same in 
detail. This will enable him to receive prompt payment 
from the claim department. As he furnishes the routing 
to the purchasing agent for all purchases, the. time made 
by the different carriers should be watched, so that he 
is able to ascertain if he is receiving the best service 
by the route used. It is just as essential to receive good 
service on your inbound shipments as it is to give your 
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customer geod service on the outbound ones. The 
quicker you can expedite delivery, the more you save 
your company, as, if you can receive prompt service, it 
will be unnecessary to carry a large stock of raw ma- 
terial on hand, thereby having a great deal of capital 
tied up that could be used to other advantage. It is 
for that reason that the co-operation of the traffic man- 
ager is necessary with both the shop and stores depart 
ment, so that material bought will be delivered at the 
factory in as short a time as possible. 

It is also necessary for the traffic manager to be 
familiar with the drayage and hauling rates. He should 
also have some knowledge of both railroad and com- 
mercial law, so as to be able to tell at all times if he 
is acting within his rights, or if the other fellow is 
taking undue advantage. 

He should, at his company’s discretion, if better serv- 
ice and rates can be had on less-than-carload shipments, 
make arrangements with some forwarding company, let- 
ting them handle these shipments in their through cars. 
This is not ‘only a saving to your customer, but also 
gives him carload sérvice on less-than-carload business. 
Forwarding agents have been a great help to machinery 
manufacturers, especially on Pacific coast business, and 
should be given credit and co-operation. 


He should also have before him different cases of 
hearings ‘that are before ‘the Interstate Commerce Com- 
mission, as to-day the most important traffic questions 
have not yet been answered. For instance, at the pres: 
ent time the Interstate Commerce Commission has per- 
mitted the carriers to reopen the five per cent advance 
rate case and also the question for charging for switch- 
ing and spotting of cars. The railroads to-day are seri- 
ously contemplating a charge on all trap cars, moving 
both inbound and outbound from industrial sidings, hav- 
ing a minimum charge per car, regardless of weight, and 
are thinking of filing tariffs to this effect shortly. 


There are numerous other questions before this body 
which are of vital interest to all industrial concerns and 
should be watched at all times by the traffic manager. 

The traffic department should also have charge of 
the yard, and keep an accurate check on all cars when 
they are placed and when unloaded, so that he will be 
able to tell if demurrage is occurring. He should also 
keep a record of the weight on all material bought by 
weight in carload quantities, providing he has a track 
scale. 
To-day, also, the boat lines and electric railways are 
asking for through rates and percentages in connection 
with the steam roads; in- fact, the industrial traffic man- 
ager of to-day, no matter how business depression has 
caused the other departments to be dull, will find at all 
times plenty of work. There is always something new 
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coming up each day which will demand his attention if he 
intends to be progressive. 





POTENTIAL ECONOMY OF ELECTRIC 


(Efficient Motor Transportation.) 

It is a mistake to assume that efficient. motor trucking 
consists merely in displacing, say, nine two-horse teams 
with five 3.5-ton trucks. There is much more to it than 
that. Just imagine your delivery system were on an all- 
motor basis—that you had discarded horses and horse- 
wagon standards altogether—and you will get a better 
idea of the steps necessary to get real efficiency from, espe- 
cially the first, motor vehicles installed. Forget the old 
standards and begin anew. The right motor truck not only 
speeds up delivery—it modifies the very principle of han- 
dling raw material and merchandise. 

It so happens that the electric truck comes nearer to 
being a perfect unit in a scientifically built-up delivery 
system than any other type of motor truck. That is why 
the electric principle of trucking gives the largest returns 
on the investment. 

In the first place, bear in mind that over 80 per cent 
of all average city deliveries come within the economic 
field of the electric. Broadly speaking, short runs with 
many stops belong to the electric, while long runs with few 
stops belong to the gasoline truck. Some classes of serv- 
ice require a mixed installation, gasoline trucks, owing 
to their greater radius and higher speed, being best for 
suburban and inter-city work, even though their operat- 
ing cost is higher, 





Robert Dunlap, general attorney of the Atchison, To- 
peka & Santa Fe system at Chicago, has been appointed 
western solicitor, with headquarters at Chicago. 
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In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 


It will pay you to investigate this 
machine. Write for Bulletin TR 28, 
“The Revolvator.” 
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G. V. Electric Trucks 





Here is a G. V. Electric Truck in the service of the American Sugar Refining Company 
of Boston. Loaded with 5 tons of sugar. It was recently placed in service and has already 
made a fine performance record. 


This is but one of several big G. V. Trucks in this trade. The National Sugar Refining 
Company of New Jersey operates three in Brooklyn. One of these made 10,989 miles in 300.5 
working days. : 

G. V. Electrics are simple and durable. Over 4,000 used by progressive firms. They 
use them because they are economical. Why don’t you? 

Literature No. 104 tells why you should use G. V. Electrics. It’s yours for the asking. 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory 
‘Long’ Island City, N. Y. 
New York Chicago 7 Boston f Philadelphia 
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DOINGS OF THE TRAFFIC CLUBS 


At the regular meeting of the Tfaffic Club of New 
York at the Hotel Astor, December 29, the speakers 
scheduled were Augustus Thomas and F. W. Woolworth, 
president of F. W. Woolworth & Co. The orchestra of 
the American Express Employes’ Association gave a con- 
cert. The organization is composed of sixty members, 
under the direction of R. Balfour. The annual dinner of 
the-club will be held at the Hotel Astor, February 13. 





.n the year 1913 the board of directors of the Cincin- 
nati Chamber of Commerce authorized a first prize of 
$50 and a second prize of $25 for two best papers on 
subjects pertaining to transportation. Papers had to be 
Written by members of the Chamber of Commerce Traffic 
Branch, without outside assistance, and read before the 
branch the next year. 
sisting of Dr. F. C. Hicks, dean, College of Commerce, 
University of Cincinnati; Guy M. Freer, traffic manager, 
the Cincinnati Chamber of Commerce, and George Lewis, 
at that time one of the vice-presidents of the Chamber of 
Cummerce. About a dozen papers were read by members 
during the year and at the December meeting this year 
the committee awarded the first prize to W. S. Groom, 
whose paper, entitled “The Traffic Department and Prof- 
its,” was printed in a recent issue Of THE TRAFFIC WORLD. 
The second prize was awarded to J. K. Hamilton, subject, 


“The Industrial Traffic Manager.and His Duties,” which 


paper appears in to-day’s THE TRAFFIC WORLD. 


The Grand Rapids Traffic Club held its December 


meeting December 17, with a dinner in the Association 


of Commerce dining-room, and about 100 members in 
attendance. 
singing, which came to a climax after the boisterous 
rendition of “Tipperary,” with the hearty singing of 
“America.” Later several selections were sung by the 
Mendelssohn Quartet, composed of Thomas Kraai, dohn 
Vanderveen, Joseph Stevens and Martin Vanderwier. 
President Ben Leavenworth appointed a committee on 
nominations to report twa sets of candidates at the next 
meeting for election in February. The balance of the 
time was devoted to speeches by Charles Howard Mills 
on “Re-creation by Recreation,” and by Dr. E. W. Bishop 
of Park Church on ¢4raffic as applied to the attending of 
the nation. Dr. Bishop touched upon traffic in its broad- 
est sense, atid pointed out that it will be through traffic 
that eventually the world will be brought to real brother- 
hood. He evolved the idea that no nation has come to 
greatness ex¢ept through traffic, keeping the main line 


open. Traffic has built up nationalism, and ultimately 


it will produce an even greater condition, loyalty to the 
world, when the result will be, he said, as has been pre- 
dicted, the United States of America and the United 
States of Europe? 


About 100‘railroad men and shippers were in attend- 
ance at the dinner given by the Transportation Club of 
Lima at Hotel Norval, December 16. The dinner, which 
was elaborate, was served in the Rose Room, with City 
Solicitor Walter S. Jackson acting as toastmaster. The 
members listened to Addresses by W. B. Groseclose, traffic 
manager, D. T. & I. R. R., and B. A. Gramm, general 
manager, Gramm-Bernstein Co. Mr. Groseclose. in the 
course of his remarks, stated that the railroads of the 
United States had been so thoroughly bridled and re- 
strained by’ legislation enacted by the government as to 
be handicapped to the extent that they are in close prox- 


Three judges were appointed, con- 


During the dinner the Crowd: indulged» in- 


Vol. XV, No. 1 


imity to such a financial crisis as they have never faced 
before. He stated that a raise in the rates was im- 
perative in order to offset the approaching danger; also 
that the marvelous growth and advancement in the 
United States in various lines was due primarily to the 
rapid development of the railroad systems of the country, 
which is the greatest in the world, and that further rapid 
growth of our country’s industries is now threatened by 
the legislative acts of the government. The speaker also 
called attetnion to the fact that the European war had 
so aggravated the critical condition as to bring the crisis 
to a head. He stated that it was not the lack of money, 
but the lack of confidence that prevents his company, as 
well as others, from issuing bonds for the purpose of 
contemplated improvements. The address of B. A. Gramm 
dealt with the growth of the motor truck industry and 
showed the effect of the European war upon it to be the 
opposite of the effect upon the railroads, having placed 
the truck in a front position in the commercial world. 
He attributed some of the greatest successes attained 
by the warring nations to the motor truck, which makes 
possible quick army movements, by speed of transporta- 
tion of supplies, ammunition and artillery. He stated 
that already 15,000 American-made trucks had been sold 
in the war zone. Short addresses by E. T. Wood, D. F. A., 
Pennsylvania Co., and Thomas Conlon, T. F. A., M. C. 
R. R., completed the program. 


J. H. Shaw is appointed general freight and pas- 
senger agent of the Tremont & Gulf Railway Co., with 
headquarters at Winnfield, La. 

George M. Sargent, general agent of the San Pedro, 
Los Angeles & Salt Lake Railroad, died at his home in 
Chicago this week of apoplexy. 


CUBAN ALL-RAIL ROUTE. 


Effective January 4, the Illinois Central, Nashville, 
Chattanooga & St. Louis, Central of Georgia, Atlantic 
Coast Line, Florida East Coast and Florida East Coast 
Car Ferry Service will establish daily through package 
car service from Chicago to Havana, Cuba, without trans- 
fer, operating via Martin, Atlanta, Jacksonville and Key 
West, cars to be handled from Key West to Havana on 
the new car ferry of the Florida East Coast Railway, 
which will be placed in daily operation January 6 or 7. 
For the first time in history, shipments will be run through 
from this country to Cuba without transfer of any kind. 
The car will leave Chicago at 10:30 p. m. daily except 
Sunday, arriving at Havana at 6 a. m. the seventh day. 
Through rates from Chicago and other northern and west- 
ern points to Havana will be based on Key West com- 
binations. 
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Security Warehouse Company 


MINNEAPOLIS, MINN. 


Narthwestern Distributors for nearly all Nationally Ad- 
vertised Commodities—Twenty Cars Trackage.- Space. 
Motor Truck delivery. in Minneapolis and St. Paul. 





Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Building 
ST. LOUIS . 1501 Wright Bullding 


Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 
U. 8. Bonded Tran:fer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 

ING, DISTRIBUTION AND CITY DELIVERI 

Direct Connections With Ali Rallroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 
Main Office, 310 Sansome St. Telephone Sutter 940. 
oe Basin Warehouse and Wharves, foot of Fourth 
with spur track. General Storage. Grain Beans 


and 
eee shed and ed. Forwarding Agents and Pub- 
lic Weiehers. Spur aan connection with all 
8 Fran China n Warehouses and 
Wharves the only ania facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 








Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET e 


DISTRIBUTORS: OF POOL CARS AND GENERAL 
WAREHOUSING 
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Teaming of Every Desceri;( of -—-6it 
and Carload Distributors. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc. 





Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-856 Seneca St. “Unsurpassed facilities for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., ine. 
L OUISVILLE, KY. . 


amport ana export Ireignt contractors, transfer and 
reshipping agents, custom house brokers. Bonded’ and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 
“The Largest Modern Warehouse West of ner” 
19th and Campbell Sts., Erman oy. m o. 
Exclusively for Merchandise Senay, Fe orwarding and 
Distribution. Guaranteed Service. west rates = 

United States. Bonded and free warehouses. Write 

We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ress, free for the asking. 


Pearce Forwarding Company 
GALVESTON, TEXAS 


Prompt : service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 









Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer ew 


DENVER, COLO. -. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GBENDR 
WAREHOUSING. 
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